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Answer Every Hauling Need 


The GMC heavy-duty line is the industry’s 
most comprehensive selection of heavy- 


duty trucks and trailers. 


Thirteen basic models cover a 5 to 15 ton 
range and GMC trailer equipment gives 
capacities up to 22 tons. And every one 


is truck-designed and truck-built by GMC, 


from bumper to tail light. 


Seven heavy-duty engines (each is truck- 
built and of valve-in-head design) — 47 
distinct chassis—14 rear axles—7 trans- 


missions—are available selections for every 
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heavy-duty and super-heavy-duty use. 


In addition, a truck-built line of light and 
medium-duty vehicles, from 112 to 414 tons 
capacity, makes up the most complete 


truck and trailer line built today. 


Your particular needs can be completely 
and scientifically supplied only with 
GMCs. Any GMC representative is 
equipped to tell you precisely the kind of 
heavy-duty truck that will do your job 
best and most economically. Write or 


wire for further details today. 


GENERAL MOTORS TRUCKS and Trailers 


Time Payments Available Through Our Own Y. M. A. C. 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Take the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Proper payment by inland waterway transport fo 
the use of the waterways as a place of doing business.» 

Equalization of regulation of the various agencies 
of transport and jurisdiction over all of them by the 
same body or coordinated bodies. 

Non-discriminatory and reasonable rates for ship- 
pers, but a rate level high enough to give the transport 
agencies the adequate revenue prescribed by sound public 
policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 


TONNAGE AND REGULATION 
E are printing elsewhere a statement from the 
traffic committee of the National Automobile 
Chamber of Commerce showing the extent to which the 
railroads benefit from the motor and allied industries in 
the way of traffic. “This return to the railroads from 
the growth of motor car use is not always appreciated 
in discussing the effect of highway transport on rail- 
road freight earnings,” says the statement. 

Of course, the effort here is to make as impressive 
a showing as possible of the amount of business the rail- 
roads get from the automotive industry, and we imagine 
the figures given might well be somewhat discounted; 
but, even giving them their full face weight, what of it? 
Is it argued that, with a proper transportation plan 
under which all competing kinds of transport would be 
equally regulated, the business of manufacturing auto- 
mobiles and supplies would fall off? If so, why? And, 
even if so, what has that to do with the matter? If it 
could be shown that, under a plan of equalization of reg- 
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ulation, the automotive industry would suffer and rail 
road traffic fall off in consequence, that might be a reason 
for a diminution in railroad demand for equalization, 
but it would be no reason, from the point of view of 
public interest, for permitting the present unfair and 
unbusiness like system to continue. 

However, we think the argument presented in the 
statement referred to is ridiculous. The automobile in- 
dustry, as such, has nothing to fear from a program of 
proper regulation of motor transport. The only item in 
the industry that would be affected would be commercial 
motor vehicles, and it is our belief that, instead of motor 
transport falling off under an equalization program, it 
would thrive. But, as we have said, that has nothing to 
o with the case. 





CODES AND REGULATION 
NE thing seems to have been overlooked in the con- 
troversy as to whether the fact that motor traysport 

is to be governed by codes is a reason for postponing its 

regulation by commission until experience under the 
codes has been accumulated; that is that, if motor trans- 
port is subjected to regulation, as rail transport is reg- 
ulated, it will also probably be freed from code regula- 
tion, as rail transport is freed, The railroads are not 
subject to codes because they are regulated by other 
means; it would necessarily follow, if anything like jus- 
ice and sound principles were followed, that motor 
*nsport, under the same kind of regulation that applied 
to the railroads, would also be free from the operation 
of codes. 

Of course, the argument that motor transport regula- 
tion should be postponed until it can be seen how the 
truck and bus codes work is only a subterfuge—another 
means of sidetracking equality of regulation for all com 
peting kinds of transport. No matter what the codes 
may do to or for the trucks, they will regulate motor 
transport only within itself and have nothing to do 
with the question of equalization of regulation; nor can 
we imagine any sort of experience that might be de- 
veloped under the codes that would be of value in set- 
tling the equality question. Motor transport has its 
difficulties in its own field to solve and the codes may 
help it in that respect; it seems to think so; but that is 
no reason for ignoring the question of proper relations 
between it and other forms of transport. 
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THE ST. LAWRENCE CANAL 


HE treaty proposed by President Roosevelt with 

Canada for construction of a St. Lawrence canal 
should not be ratified. In this we are paying no atten- 
tion to international politics, to the advantage of one 
proposed route for the canal as against another, to the 
benefits or hurts that would result to one section of the 
country as against another or to certain interests as 
against others, to consideration of power rights, or to 
anything but transportation. From that point of view 
the proposed canal is not needed, its construction would 
be a woeful waste of money, and any resulting benefits to 
commerce would be at the expense of taxpayers as a 
whole—both those who might be helped and those who 
would be injured. This is not merely our own opinion, 
but is backed by the ablest and best thought of econo- 
mists, studying the matter only from the point of view 
of the public interest. 

Dr. Harold G. Moulton, president of The Brookings 
Institution, both in “The St. Lawrence Navigation and 
Power Project,” published in 1929, and in “The American 
Transportation Problem,” published in 1933 as the re- 
sult of studies made by him and his associates for the 
so-called Coolidge transportation committee, takes the 
position that the costs of the St. Lawrence canal project 
—to taxpayers and shippers—would be much greater 
than present transportation charges. 

In the later work, to which reference is made by 
the author to the previous study, Dr. Moulton makes the 
challenging statement that, taking the grain traffic as 
fairly typical of the tonnage that might use the route, 
“we find that the taxpayers would be contributing $2 : 
ton in order that the shipper might save 83 cents a ton.” 
Dr. Moulton, we think, made an impartial study of this 
project and reported facts, and the logical conclusions 
therefrom, as he found them. If the St. Lawrence canal 
is built as proposed in the treaty, we have not the slight- 
est doubt but that experience will support Dr. Moulton’s 
findings and conclusions as against those of advocates of 
the construction of the canal who hold out the promise 
of “cheap” transportation. 

Dr. Moulton, in “The American Transportation Prob- 
lem,” after pointing out that the St. Lawrence project 
was conceived at the close of the war, when there was a 
temporary shortage of railroad facilities, and that the 
claim was made that it would relieve traffic congestion 
and greatly reduce transportation costs, says the public 
mind has been greatly confused as to the cost of this 
project, “mainly because the cost figures which have been 
presented usually relate only to certain phases of the 
project.” The Joint Board of Engineers’ tentative esti- 
mates of the cost of constructing the St. Lawrence chan- 
nel (for the two countries) assignable to navigation is 
$184,659,000, exclusive of interest during construction, 
he says. The joint board was under instructions to re- 
port only on the cost of the improvements in the St. 
Lawrence River and interconnecting lake channels, and 
the cost of constructing the Welland Canal and of pro- 
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viding suitable lake harbors and the requisite port facili 
ties did not come within their field of inquiry, he pointy 
out. 7 
“The cost of improving the Great Lakes harbor é 
must, however, be assigned to this seaway project Ix : 
cause a greater depth than now exists is not necessanf- 
for efficient lake boat transportation,” says he. “Whethef_ 
or not these expenditures are borne exclusively by the FS 
federal government is immaterial; in any case, the cost 
will have to be paid by the taxpayers of the United State 
and Canada. The Welland Canal must be included as, 
part of the project as a whole, even though it was alread 
under construction, for the reason that it is an indis 
pensable link in the route. It is, moreover, generally 
agreed that Canada is entitled to credit for the cost 
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incurred in connection with this part of the seaway.” F jo | 
Taking into consideration the costs indicated, plus - 
interest during construction, he finds an inclusive cost.—) yah 
assignable to navigation, of slightly more than $600,—) T° 
000,000. Including the power development, he estimates an 
the cost would be nearly a billion dollars. e 
“The basic argument for the St. Lawrence seaway 
is that it would greatly reduce the cost of transportation a 
between the interior and tidewater, particularly onf jo: 
grain,” says he. “The project was, in fact, commended — ‘SY 
to the interior of the country largely on the ground that i. 
the savings on grain shipments would amount to from § “ 
cents to 12 cents a bushel and that this would be re PF {e, 
flected in the price of the entire product of the farmer, 
whether exported or not. Savings on the grain tradeP jn 
alone were variously estimated at from $240,000,000 to re 
$366,000,000 annually. si 
“Inasmuch as the entire cost of moving grain from th 
the head of the lakes to Montreal, including transship- : 
ping charges, is considerably less than & cents for the DI 
season’s average, a reduction of from 8 to 12 cents a 
bushel is obviously impossible. In our study of the proj: u 
ect we arrived at the conclusion that the maximum re- , 
duction that might be effected, on the basis of rates v 
existing in 1928, was 4 cents a bushel, and that this 
would be accomplished, not by bringing ocean vessels s 
into the lakes, but by extending the trip of lake vessels 
as far as Montreal. Recent evidence submitted by lake 
carriers indicates that lake boats carrying 725,000 : 
| 


bushels could navigate a 27-foot channel to Montreal and 
that there might be a ‘theoretical’ saving of as much as 
2.49 cents a bushel, as compared with present costs for 
smaller boats. 







It is pointed out, however, that these 
savings might be materially reduced by delays resulting 
from bad weather and by accidents or trade conditions, 
such as waiting to load or unload. It appears also that 
there is doubt in the minds of some lake navigators as 
to whether the lake vessels would go to Montreal, owing 
to the heavy insurance charges that would be involved 
on lake vessels navigating difficult channels. 

“Our analysis indicated that ocean vessels were 
much less efficient carriers than the specially constructed 
shallow-draft lake boats, and we concluded that the only 
(Continued on page 110) 
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The Old Story 


january 20, 1934 


Current Topics in 
Washington 





History is spotted with instances in 
which republics, princes, bishops and other 
sovereignties have ‘“‘revalued” the monetary 
unit, now proposed for the gold dollar of the 
United States. The coming of Christianity, 
which caused so many changes, had no not- 
able effect on that method of making it easier for sovereignty 
to bear the burden caused by wars and other extravagances. 

Writers of histories and volumes on morals or economics, 
as a rule, grew hot under the collar as they wrote about re- 
valuation. They seldom, if ever, had money worth mentioning. 
The indignation they felt, therefore, must have been vicarious, 
it may be intimated. 

“Practical” men, that is, those who had some money, some- 
times generated heat as they thought about the king’s method 
of increasing the money in his pouch, if any. 

“Debasement of the currency,’ they frequently called it. 
The man of business, however, used his energy to circumvent 
the seemingly clever method of the king. It was his business 
to have money. Men of money-making ability, it has often been 
suggested, continue to have money, no matter how many taxes, 
in theory, may be laid upon them by public officers in the lat- 
ter's efforts to please the people. The people, by assenting to 
more and higher taxes, in the estimation of some, merely kick 
themselves in the face by continuing in office those who pre- 
tend to “soak the rich” in getting money for their spending 
on unproductive things. 

“The honour of a state is very poorly provided for, when, 
in order to cover the disgrace of a real bankruptcy, it has 
recourse to a juggling trick of this kind, so easily seen through, 
and at the same time so extremely pernicious,” said Adam 
Smith in bringing to an end his Wealth of Nations, the volume 
that gave him a fame from 1776 to the present day. The good 
old free traders accepted as gospel his idea that if government 
abstained from interfering with free competition, industrial 
problems would work themselves out and the practical maxi- 
mum of efficiency would be reached. Smith applied that doc- 
trine to international relations and his working out of it is 
the accepted argument for free trade. 

Smith figured it out that the Roman As, in the later years 
of the republic, was reduced to a twenty-fourth of its original 
value. At the time he wrote the economist estimated that the 
English pound and penny were only one-third of what they 
had once been, the Scots’ pound and penny were only a thirty- 
sixth of what they had been and the French pound and penny 
only about a sixty-sixth of what they had been. 

“By means of those operations of princes and sovereign 
states which performed them were enabled, in appearance,” 
said Smith, “to pay their debts and to fulfil their engagements 
with a smaller quantity of silver than otherwise would have 
been requisite . . their creditors were really defrauded of a 
part of what was due them.” 

The keen Scot, however, pointed out that all debtors were 
also able to do unto their creditors as the princes were doing 
to theirs. It has always appeared hard to convince debtors 
that, when prices were low, their paying of creditors with de- 
preciated or debased currency was other than an equitable 
transaction. 

If and when the gold dollar is devalued so that what here- 
tofore has been called a dollar is the equivalent, in gold con- 
tent, of only something between fifty and sixty cents, the theory 
is that prices will rise to such an extent that, in purchasing 
—" the creditor is receiving only the equivalent of what he 
ent. 

The country’s conservative element, judging from news- 
paper comment, seems inclined to accept the proposed revalua- 
ion as a good thing on the theory that if the President had 
hot moved in that direction, he would have been trampled by 
a Stampede of greenback congressmen. 

“Robbery,” said Senator Hastings of Delaware when he 
Was asked what he thought about the proposed revaluation. 
‘“Humanitarians,” said Senator Glass of Virginia, a news- 
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paper writer, and therefore entitled perhaps to grow choleric, 
“can find some excuse for a man who steals when he has to, 
but what excuse is there when there is no need?” 

The $2,000,000,000 “profit” the government will make when 
it cuts down the monetary value of the gold it has taken from 
banks and individuals, is to be used as an “equalization” fund 
to keep the purchasing power of all forms of money in the hands 
of the people on the same level—that is, one hundred cents in 
silver small change is not to have any greater purchasing power 
than one hundred cents of reserve bank notes or greenbacks; 
and all to do their share in meeting and helping to create the 
long-hoped-for higher prices. 





The Senate committee on cam- 
paign expenditures which investi- 
gated the primary in Louisiana in 
which Senator Overton “won” the 
nomination from Senator Edwin 
Broussard has reported conditions in 
that state as “deplorable,” “vicious,” and “abhorrent.” The 
report is not subject to the usual discount on account of par- 
tisanship. The majority on the committee and the men who 
created the condition about which it spoke are members of 
the same political party. 

Men who have had experience in New York and Pennsyl- 
vania politics for twenty or more years, have given the palm 
for deleterious politics to Louisiana. The wonder has been that 
the people of that state have so long tolerated the conditions 
the committee said it found there. The conditions were not 
created by Huey Long. His control has made them, perhaps, 
worse than they were. More than twenty years ago they 
caused men who believed in democracy to look down their 
noses for shame. The wonder was that the decent element 
in the state did not rise up and force such a cleansing of the 
state as: took place when an end was put to carpet bag rule. 
The mob played some part in that cleansing but there was a 
definite cleaning up, at the cost of some lives. 


No Taint of 
Partisanship in Report 
on Louisiana Politics 





The National Coal Association, by 
Coal Industry C. E. Bockus, its president, has asked 
Secretary Perkins of the Department of 
Labor for help to prevent further unem- 
ployment by the displacing of bituminous 
coal by other forms of fuel. This help is 
to come by changes in the policy of governmental agencies, 
which, in various particulars, is deemed inimical to the indus- 
try. Employment in the coal mines, it was represented, fell 
from 704,793 in 1923 to 406,380 in 1932, notwithstanding a de- 
crease in the price, at the mine, of coal from an average of 
$2.68 a ton to $1.31. 


It is suggested to Secretary Perkins that there be a joint 
committee of miners and operators to consider and make 
recommendations regarding all actions by recovery agencies 
and other representatives of the federal government likely to 
affect adversely the interests of the industry and its employes. 

Among the allegations are that fuel oil does not bear its 
proportionate share of the cost of producing and refining crude 
petroleum and that both fuel oil and natural gas are dumped 
on the industrial market for whatever they will bring, the 
loss being made up by unjustifiably high prices of gasoline, 
lubricating oil, and natural gas sold to domestic users. 

Another thing about which the industry complains is the 
furnishing of money by the government for the electrification 
of the Pennsylvania and its operation by electricity from power 
dams in the Susquehanna; also the lending of government money 
to build an oil-burning municipal plant at Middlesboro, Ky., 
which has active coal mines within its corporate limits. An 
application is pending for a loan for a similar plant at Car- 
bondale, Ill., also in the heart of a great coal producing territory. 

Admitting that there may be situations in which, even to- 
day, the choosing of some fuel other than coal may be justi- 
fiable, Mr. Bockus asks what could be said of the recent action 
of the Navy Department in prescribing the substitution of oil 
for coal in the power plant of the naval academy at Annapolis, 
Md.—this despite the fact that the engineers of the department 
admitted, according to Mr. Bockus, that coal was the more 
economical] fuel. 

With a view to preventing the sale of fuel oil at low prices, 
the industry is trying to persuade the Petroleum -Administra- 
tion to prescribe such prices on petroleum products that each 
product will bear its proportionate cost of producing and re- 
fining crude petroleum. It is also asking for the insertion in 
the natural gas code of a provision declaring it to be an unfair 
trade practice to sell natural gas at a price below the total 
cost of production, transportation, and delivery to the consumer, 
meaning the industrial consumer. 

Surely, said Mr. Bockus, after calling attention to the fact 
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that bituminous coal production last year was only 20,000,000 
tons greater than the abnormally low production of 1932, in a 
time like this no effort should be spared to preserve for the 
industry, and for the labor engaged in it, all the market it now 
enjoys. 


In view of the idea that the users 
ot waterways improved at government 
expense should bear some of the bur- 
den of maintaining the facilities in 
such streams, the decision of the Su- 
preme Court of the United States in 
the Pigeon River case (elsewhere in this issue) may become 
of great significance. 

It may be suggested that unless there is a fact, or are facts, 
not now suspected, the opinion means that, if and when the 
St. Lawrence is improved as provided for in the pending treaty, 
Canada and the United States may recoup at least some of the 
cost of maintaining the navigation works in that river by im- 
posing tolls on the enormous fleets of steamers envisioned by 
the advocates of that waterway. If there are anywhere near 
the number of ships suggested by the estimates of tonnage, 
comparatively modest tolls will cover the expense of keeping up 
the navigation works, instead of having that cost put upon the 
general treasury to which contributions will be made by tax- 
payers who may be harmed, instead of helped, by the improve- 
ment. Neither the United States nor Canada thought enough 
of navigation on the Pigeon River to “improve” it so that 
pulp wood and other forest products might be floated on it. 
Ontario and Minnesota chartered companies authorized to pro- 
vide the works of navigation. Now the supreme courts of both 
countries have declared that the Webster-Ashburton treaty is 
not a bar to the collection of tolls for the use of the works 

of navigation.—A. E. H. 


Pigeon River 
Opinion May Be 
of Great Importance 





THE ST. LAWRENCE CANAL 
(Continued from page 108) 

vessels which might enter the lakes for the grain trade 
would be trampers at the peak of the season when the 
rates were at the highest point. Recent evidence sub- 
mitted by lake carriers indicates that the cost of shipping 
grain in large lake vessels, carrying 572,000 bushels, 
would be one-third less than the cost of moving grain 
in ocean tramp steamships carrying 280,000 bushels, the 
largest vessel which could operate over the route on a 
satisfactory time schedule. After considering the prob- 
lem with the leading shipping companies of the world, we 
also reached the conclusion that ocean shipping com- 
panies would not establish on this route regular cargo 
service for miscellaneous freight. 


“Traffic estimates made by the Bureau of Foreign 
and Domestic Commerce in support of this project indi- 
cated potential trafiic of from 18,600,000 tons to 23,- 


700,000 tons annually. Although this figure makes no 
allowance for the steady decline in American grain ex- 
ports, forecast by the Department of Agriculture, let us, 
nevertheless, accept—for the moment—a total of 20,- 
000,000 tons as a basis for computing the burden which 
the St. Lawrence seaway would impose upon the tax- 
payer. The annual interest and maintenance charges 
incident to the St. Lawrence navigation project as a 
whole, when figured on the most conservative basis, 
would amount to, roughly, $40,000,000 annually. This 
is equivalent to $2.00 a ton on the above greatly exag- 
gerated traffic estimate. Taking the grain traffic as 
fairly typical of the tonnage that might use the route, 
we find that the taxpayers would be contributing $2.00 
a ton in order that the shipper might save (at 2.50 cents 
a bushel) 838 cents a ton. 

This project raises a fundamental question of na- 
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tional policy for both Canada and the United State, 
In neither country are present transportation facilitie 
in any sense inadequate. In fact, the great need, eve 
in normal times, and particularly in Canada, is for a 
increase in traffic on existing rail lines to the end that 
costs and rates may be reduced. To divert, by means oj 
heavy subsidy, a portion of this traffic to a waterway 
route which is closed for several months each year means 
inevitably an increase in the difficulty of maintaining 
railroad financial stability. Since the water route i 
typically closed by ice from late November to May, the 
route cannot in any event eliminate the necessity for rail. 
roads; the most that it can do is to take a portion of the 
traffic away from the railroads during the season of open 
navigation. 

“If it is necessary to reduce the rates to the interior, 
either because of agricultural depression or a desire to 
restore the balance in the rate structure which was upset 
by the construction of the Panama Canal, this can be 
done by the simple expedient of reducing railroad rates 
to the seaboard and meeting the resulting deficit out of 
the federal treasury. The cost would be but a fraction 


of that involved in constructing a seaway for this 
purpose.” 


CHICAGO SWITCHING RATES 


Hearing in the reopened cast No. 19610, switching rates in 
the Chicago switching district, was held in Chicago, before Ex- 
aminer Haden, January 12. The case was reopened on the peti- 
tion of a number of Chicago terminal lines for relief from rates 
prescribed in the order of July 3, 1933, in the case, in which 
new rates for one, two, and three or more lines hauls within 
the district were set up. The relief sought applies only to two 
specific movements and is necessary to meet highway competi- 
tion, according to the testimony. 


The Chicago and Illinois Western, Chicago Short Line, Chi- 
cago West Pullman and Southern, and the Belt Railway re 
quested the reestablishment of the old rate of 2.5 cents a hundred 
pounds for a movement of crude coal tar from the plants of the 
Interlake Iron and Steel Company and the Wisconsin Steel Com- 
pany to that of the Barrett Company—the two former being 
located in South Chicago and the Barrett Company in Chicago 
proper. The rate under the new schedules is 3.5 cents a hundred 
pounds and applies in connection with a minimum of sixty 
thousand pounds a car. Shipper representatives said they would 
be willing to accept a minimum of ninety thousand pounds, and 
it was asserted that unless the lower rate were granted the 
movement, which amounts to approximately 1,260 cars a year, 
would go to either water or the highways. 


The other application for relief was made by the Chicago 
and Illinois Western with respect to the movement of crude 
coal tar and water gas tar from the plant of the Chicago By- 
Products Coke Company, two miles to the plant of the Ameti- 
can Tar Products Company. It is a single line movement and 
the rate is now 3 cents a hundred pounds. A straight charge 
of nine dollars a car was asked. This movement was said to 
have all gone to the trucks since the higher rate took effect. 

The railroads were represented by J. T. Quizenberry, Illi- 
nois Central, as counsel, and the shippers by John B. Keeler. 
The case was submitted with the understanding that there 
were to be no briefs and no proposed report. There was no 
testimony in opposition to granting the relief. 

Luther Walter, representing the shippers involved in the 
original proceeding, who opposed the increased rate, made 4 
statement at the conclusion of the hearing to the effect that 
the testimony bore out the contention of those shippers that 
the higher rates were not in the interest of the railroads and 
that changed conditions justified a new cost study in the case, 
as well as testimony as to those changed conditions. “These 
carriers,” he said, referring to the petitioning carriers in the 
instant proceeding, “show an enlightened self interest, whereas 
the Chicago railroads generally, in the former proceeding, dis 
plaved a benighted bull-headedness.” 
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Decisions of Interstate Commerce Commission 





FOURTH SECTION SUGAR RELIEF 


N a supplemental report, the Commission in I. and S. 3814, 
| sugar cases of 1933, and fourth section applications Nos. 14080 
and 14816, has authorized the Texas & Pacific and other lines 
not parties to fourth section application No. 14080 to establish 
and maintain rates on sugar from San Francisco Bay points 
to Chicago, St. Louis, and other points in Illinois, Wisconsin, 
Michigan upper peninsula, and Minnescta, constructed on the 
basis of the lowest combination in effect over any line or routes 
and to maintain higher rates to intermediate points provided 
that the rates to the higher intermediate points shall not be 
increased except aS may hereafter be authorized and shall in 
no case exceed the lowest combination. 

This authorization is granted in second supplemental fourth 
section order No. 11300. The relief which has been extended to 
the Texas & Pacific and other lines was granted in former re- 
ports, 195 I. C. C. 127 and 195 I. C. C. 383, to the applicants in 
No. 14080 in fourth section order No. 11300. That authorized 
them to establish a rate not less than 65 cents on sugar in 
carloads from San Francisco Bay points to Chicago, Milwau- 
kee, St. Louis, and related points, and to maintain higher rates 
to intermediate points east of the Utah-Nevada state line and 
east of and including Williams and Phoenix, Ariz. By fourth 
section order No. 11344, issued to applicants in fourth section 
application No. 15234, similar relief was granted to maintain the 
same rates over routes in connection with the Illinois Central. 

In this case the Commission considered the application of 
the Texas & Pacific for a modification of fourth section order 
No. 11300 to permit the application of the rates authorized 
therein and in No. 11344 over additional routes through El Paso, 
Tex., thence by routes on, north, and west of the line of the 
Texas & Pacific to Texarkana, Ark.-Tex., and the St. Louis 
Southwestern and Missouri Pacific through Dexter and Illmo, 
Mo., Thebes and Flinton, Ill., to East St. Louis, Il. 

Chairman Lee wrote a concurrence in which Commissioner 
McManamy joined and Commissioner Tate wrote a special con- 
currence, the substance of their concurrences being that they 
concurred in this disposition of this case because relief had 
been granted to other lines. Commissioner Farrell dissented, 
on account of the equidistant clause, his theory being that it was 
being ignored. 


TRUCK COMPETITIVE GRAIN RATES 


With only Commissioner McManamy dissenting, the Com- 
mission, on reconsideration in No. 21772, interstate rates be- 
tween points in Missouri, and No. 21215, Chamber of Commerce 
of East St. Louis vs. A. T. & S. F. et al., has removed the 
fetters that have hitherto prevented the railroads serving St. 
Louis, Mo., and East St. Louis, Ill., meeting the competition of 
trucks in the carrying of grain, in less than carload quantities, 
from those points to destinations in Missouri. The railroads 
asked the Commission to modify prior findings so that they 
might reduce their rates about fifty per cent to meet the com- 
petition of the trucks. 

Removal of the fetters, however, the Commission said, was 

not to be taken as an approval of the specific rates proposed. 
Among the specific rates proposed, for illustration, are 9 and 
10 cents from St. Louis and East St. Louis, respectively, to 
Maes Spur, Mo., to replace a rate of 21 cents. Other proposals 
are to cut an interstate rate of 36 cents from both points of 
origin mentioned to Gasconade, Mo., to 19 cents. Still another 
proposal is to cut a rate of 52 cents from the two points of 
origin under consideration to Lamonte to 27 cents. 
This removal of limitations is accomplished by elimination 
from the original report in No. 21215, 181 I. C. C. 259, of find- 
ing No. 15, in which the Commission said that an undue preju- 
dice and preference, the latter as between interstate and Mis- 
souri rates, “should be removed by cancellation of the rates on 
lots of 10,000 pounds or more and the application in lieu there- 
of of class rates applicable to less-than-carload lots of less 
than 10,000 pounds.” 

In its report in this case the Commission referred to its 
second supplemental report in Rate Structure Investigation, 
part 3, cotton, 174 I. C. C. 9, in which it said that in view of the 
unstable character of the truck rates, and the intangible nature 
of the truck competition, it was not disposed to impose definite 
restrictions and limitations of a general character upon the 





establishment of truck-competitive rates except with respect 
to the minimum below which the rates might not go. 

In that proceeding it refused to approve truck-competitive 
rates on cotton, which were less than 65 per cent of the rates 
prescribed in the original report in that proceeding, a Hoch- 
Smith case. 

“The rates proposed in the instant proceeding,’ the report 
says, “are in some instances less than 50 per cent of the rates 
now applicable and it is doubtful whether they would be reason- 
ably compensatory. While rates lower than the present rates 
might be justified, for the reasons stated above, our finding here- 
in is not to be construed as an approval of the specific rates 


proposed.” 


()A\_ BASIS FOR REPARATION 

— The ‘Commission, in No. 25444, Mosbacher Motor Co. vs. 
Alton & Southern et al. and cases joined with it, a sub-number 
under the title case, R. D. McKay Motor Co. vs. A. T. & S. F. 
et al.; No. 25513, O. J. Watson Distributing & Storage Co. et al. 
vs. Alton; No. 25506, S. A. Long Electric Co. vs. A. T. & S. F. 
et al.; No. 25526, A. J. Harwi Hardware Co. vs. Alton et al.; 
No. 25508, Lehmann-Higginson Grocery Co. et al. vs. A. T. & 
S. F. et al.; No. 25475, Massey Hardware Co. vs. C. R. I. & P. 
et al.; and No. 25455, Kansas-Nebraska Fertilizer Co. vs. Alton 
et al., has found unreasonable in the past rates on various com- 
modities from points in central and eastern territories to 
Wichita, Arkansas City, Harper and Salina, Kan., and on ferti- 
lizer from Wichita to points in central and eastern territories. 

In these cases it was alleged that in the period between 
July 14, 1928, and December 3, 1931, the rates on various com- 
modities between points in central and eastern territories, on 
the one hand, and Wichita, Salina, Harper, and Arkansas City, 
Kan., on the other, were unreasonable to the extent they ex- 
ceeded the rates prescribed for application on like traffic over 
the same routes from or to more distant points in Oklahoma. 
Reparation only was sought to the basis of concurrent rates 
to and from Hardy, Okla., which the Commission said were 
from 1 to 12.2 per cent lower than the rates assailed. 

The assailed rates from and to the Kansas points were 
combinations on Chicago, IIll., or the Mississippi or Missouri 
river crossings. Combinations in effect prior to July 14, 1928, 
were subject, as maxima, to rates over the same routes from 
or to the more distant points in Oklahoma. Effective July 14, 
1928, the Oklahoma rates were reduced under the southwestern 
revision. 

A revision in the Kansas rates was proposed which included 
both increases and reductions and would have continued the 
maximum provision before mentioned. That proposed revision, 
however, was suspended in I. and S. 3130. On December 3, 
1931, the rates from and to the Kansas points were reduced 
under the western class revision and became lower in every 
instance than the rates from and to the more distant points in 
Oklahoma. By reason of these rate changes in the period July 
14, 1928, to December 3, 1931, the assailed rates were higher 
as a result of the Commission’s suspension order than the cor- 
responding rates from and to the more distant points in Okla- 
homa, although before and since that period they were and 
had been the same or lower, 

The suspension of rates to and from points in Kansas and 
the entry of a fourth section order in connection with prescribed 
rates to and from points in Oklahoma, the Commission said, 
did not constitute approval of the rates here assailed. The 
Commission said it had reached the conclusion that there was 
here no better test of the reasonableness of the rates at com- 
plaining points than comparisons with the rates on like traffic 
prescribed by it as reasonable maximum rates for concurrent 
application from and to more distant points on the same rate- 
making routes. It added that there was no indication of any 
circumstances that warranted recognition of the rates prescribed 
and established for application to points in Oklahoma in the 
general adjustment of southwestern rates, as rates that were 
lower than reasonable maximum rates for application concur- 
rently to intermediate points on the rate-making routes. It 
pointed out that in Armour & Co. vs. A. T. & S. F., 196 I. C. C. 
139, rates on butter, eggs, and dressed poultry prior to December 
3, 1931, were found unreasonable to the extent that they ex- 
ceeded concurrent rates prescribed in the southwestern revision 
for application from more distant points on routes through the 
complaining points, 
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The Commission in No. 25455, Kansas-Nebraska Fertilizer 
Co. vs. Alton et al., found that the complainant had no legal 
entity and that therefore no legal award of reparation could 
be made to it. As to the other complaints, it found that the 
assailed rates were unreasonable to the extent that they ex- 
ceeded rates on like traffic prescribed for application concur- 
rently to the first more distant point in Oklahoma on the same 
rate-making route. 

Commissioner McManamy concurred in everything except 
to the denial of reparation to the Kansas-Nebraska Fertilizer 
Co. He pointed out, however, that was the name of the medium 
through which the Wichita Stock Yards Co. conducted a part 
of its business. He pointed out that the stock yards com- 
pany was a corporation, was named in the complaint, and that 
its relation to the fertilizer company was explained. He said 
reparation should have been awarded to the stock yards com- 
pany. 


COMMISSION REPORTS 


Ammoniating Solution 


Fourth section application No. 15250, fertilizer ammoniating 
solution from Belle, W. Va, By division 2. Relief in rates on 
fertilizer ammoniating solution in tank cars, Belle, W. Va., to 
destinations in southern territory authorized in 196 I. C. C. 
557, modified by supplemental fourth section No. 11387 to per- 
mit the establishment of such rates on the basis prescribed in 
Fertilizers Between Southern Points, 113 I. C. C. 389, and to 
permit in lieu of specific routing, a rule showing rates and 
maximum distances allowed thereunder, the rule being the 
70, 50, and 331/3 per cent circuity rule. 


Banana Reparation 


No. 22345, Carolina Shippers’ Association, Inc., et al. vs. 
A. C. L. et al. By the Commission. Report by Commissioner 
Eastman who handled the original report, 177 I. C. C. 161. Upon 
further hearing amounts of reparation due under findings in the 
prior report, in which charges or line-haul and car-rental serv- 
ice, bananas, Charleston, S. C., to destinations in North Caro- 
lina and Rock Hill, S. C., were found unreasonable prior to 
December 30, 1929, to the extent they exceeded the fourth class 
rates in effect prior to July 14, 1931, minus 5 cents a hundred 
pounds, determined and awarded. The carriers contended that a 
finding that the rates, bananas, were not unreasonable, made in 
Froeber-Norfleet vs. Southern, 159 I. C. C. 389, made an award 
of reparation impossible, under the principle laid down in the 
Arizona Grocery case, 284 U. S. 370, although the finding in 
that case, made by division 3, was reversed and the rates found 
unreasonable, 179 I. C. C. 493, 190 I. C. C. 364. The Commis- 
sion, in this report, said that the finding upon which the car- 
riers relied was rendered nugatory by the decision on recon- 
sideration of that case, and that no reasonable maximum rate 
had been prescribed. 

Cotton Piece Goods 


No. 25840, Baker-Lockwood Manufacturing Co. et al. vs. 
A. G. S. et al., and a sub number, John S. Brittain Dry Goods 
Co. et al. vs. Same. By division 3. Dismissed. Any quantity 
rates, cotton piece goods, in the original piece and on cotton 
net bags, origins in southern territory to destinations in western 
trunk line territory, particularly Missouri River cities, not 
unreasonable in the past. The Commission said that the ques- 
tions of fourth section departure and reasonable rates for the 
future were under consideration in I. and S. No. 3636, cotton, 
woolen and knitting factory products between interstate points, 
and that no findings would be made as to them. 


Bituminous Coal 


No. 25758, State of Iowa ex rel. et al. vs. C. M. St. P. & P. 
et al. By division 3. Rates, bituminous coal, Atkinson, IIl., to 
Oakton, Ia., unreasonable to the extent they exceeded $1.15 a 
net ton, the complaint covering shipments made between January 
24, 1931, and July 31, 1932. Reparation awarded. 


Sweet Clover Seed 


No. 25737, Courteen Seed Co. vs. C. & N. W. By division 3. 
Dismissed. Rates, sweet clover seed, points in South Dakota 
to Milwaukee, Wis., found not to have been unduly prejudicial 
as alleged. The complaint covered shipments delivered between 
December 6, 1928, and October 30, 1930. The complainant, the 
Commission said, relied on Aberdeen Chamber of Commerce vs. 
Cc. M. St. P. & P., 168 I. C. C. 611, in which it found the 
rates on sweet clover seed, points in South Dakota to various 
destinations unreasonable to the extent they exceeded the 
Class D rates. The Commission said it did not find that the 
rates there assailed were unduly prejudicial, whereas in the 
instant case the only allegation was that of undue prejudice. 
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Valves and Hydrants i 


No. 25709, Michigan Valve & Foundry Co. vs. Alton et aj) 
By division 3. Dismissed. Rates, iron body gate valves ani) 
fire hydrants or fire plugs, carloads, Detroit, Mich., to destina) 
tions in central and trunk-line territories not unreasonable oj 
unduly prejudicial. ¢ 
Hay 3 
No. 25617, Calliari Brothers vs. A. A. et al. By division 3/7 
igan and western Ohio, on the one hand, and destinations j)) 
Wisconsin, upper peninsula of Michigan, northern Illinois ani 
border points in Iowa and Minnesota, on the other, not undul 
prejudicial, Found for the future that maximum rates, Class (¢ 
between points in the two territories prescribed as reasonabk} ~ 
in Western Trunk Line Class Rates, 164 I. C. C. 1, shall not b> 
subject to the minimum rate provision set forth at page 210 off” 
that decision, which provided for the application of the Zon) 
I gateway rates as minima between the origin territory jp 
Michigan and Ohio, on the one hand, and western trunk lin) 


Jant 
—_—_ 


poin 
Gas 
Mot 
Con 
the 

by | 


territory in Wisconsin, upper peninsula of Michigan and border} 


points in Iowa and Minnesota, on the other. 
Feeder Sheep : 
No. 25598, Cudahy Farm Operating Co. vs. O. S. L. et al. 
By division 3. Rate, feeder sheep, in double-deck cars, Coke. 
ville, Wyo., to Calexico, Calif., unreasonable to extent it exf 


ceeded a rate resulting from the application of the distance rates i 


prescribed on feeder sheep, in double-deck cars in the Concho 


scale, 178 I. C. C. 501, minimum 20,000 pounds, applied via the p 
shortest route over which carload traffic could be moved with fF 


out transfer of lading. Reparation awarded. 


Pipe Coating 


No. 24549, Sub. No. 1, Phoenix Utility Co. et al. vs. A. & §. 
et al. By the Commission. Upon further consideration, rates, 
pipe coating, Ensley, Ala., and Memphis, Tenn., to destinations 
in Mississippi, from St. Louis, Mo., to Memphis, Tenn.; and 
from Chicago, Ill., to destinations in Montana, unreasonable 
in the past, to the extent that they exceeded 27.5 per cent of 
the first class rates, minimum 50,000 pounds. Reparation 
awarded. Prior report, 192 I. C. C. 509. Commissioner Lee, 
dissenting, said he adhered to the conclusion reached in the 
former report wherein the Commission had followed the recom- 
mendation of the examiner in denying reparation. He said there 
had been no additional hearing and that the Commission had 
before it the identical record on which it based its former 
findings. 

Grain 


I. and S. No. 3853, grain, St. Louis and East St. Louis to 
Cairo, Ill. By division 2. Proposed cancellation by the Mis- 
souri Pacific, proportional rate, 3 cents, grain, from St. Louis, 
Mo., and East St. Louis, Ill., when from beyond, to Cairo, IIL, 
for beyond, not justified. Suspended schedules ordered to be 
canceled and proceeding discontinued. The Commission said 
that the question as to the proper proportional from and to 
the considered points was now before it in the reopened Hoch- 
Smith Grain and Grain Products case, 164 I. C. C. 619. 


Iron and Steel 


Fourth section application No. 15013, iron and steel articles, 
L. C. L. from the south. By division 2. Authority denied, in 
fourth section order No. 11464, to establish rates, iron and steel 
articles, less than carloads, from points in southern territory 
to Virginia, West Virginia, and Maryland gateways and Ohio 
River crossings, without observing the long-and-short-haul part 
of section 4. The proposal was to establish rates on iron and 
steel articles upon which rates of 40 per cent of first class ap- 
plied within official territory, from manufacturing and shipping 
points in the south to Virginia, West Virginia, and Maryland 
gateways and Ohio River crossings, without reference to a lons- 
and-short-haul part of section 4. The Commission said that 
the evidence did not show that competitive conditions at the 
border points of the two territories were such as to require 
the establishment of lower rates to those points and higher ones 
to points in the intermediate territory. Commissioner Tate coD- 
curred in a separate expression. 


Gasoline 


Fourth section application No. 15262, gasoline from Pensa- 
cola, Fla. By division 2. Authority denied, in fourth section 
order No. 11465, to carriers to establish and maintain rates, 
gasoline, in tank carloads, from Pensacola, Fla., to Birminé- 
ham, Montgomery, Selma, Tuscaloosa, and Holt, Ala., the same 
as now apply from Mobile, Ala., to those destinations without 
regard to the long-and-short-haul part of section 4. This appli- 
cation was made with a view to obtaining for the railroads 
serving Pensacola the privilege of establishing rates from that 
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point comparable with those authorized by the Commission in 
Gasoline to River Points in Alabama, 194 I. C. C. 79, from 
Mobile, Ala., and from the New Orleans-Baton Rouge group. The 
Commission, in this case, said that relief was granted to meet 
the competition of oil companies transporting their own products 
py tanker and barge from and to those points. This application, 


5 had previously taken the same rates to these destinations, that 
ision 3) 





the distances were practically the same, and that this parity 
in rates should be continued. The Commission said that no 
shippers who desired to use the proposed rates from Pensacola 
offered testimony and that there was no movement of gasoline 
by water from Pensacola to Mobile or the destinations herein. 
jt added that the record did not show that any such movement 
was in contemplation. 


Green Coffee 


Fourth section application No. 15112, green coffee from 
Texas ports and Lake Charles, La. By division 2. Carriers, 
parties to Johanson’s I. C. C. No. 2490, denied authority, in 
fourth section order No. 11462 to establish import rates, green 
coffee, carloads, from Texas gulf ports and from Lake Charles, 


> La., to destinations in Iowa, Illinois, Missouri, Indiana, and Wis- 
' econsin without regard to the long and short haul part of fourth 
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section. 
Stearic Acid 


No. 25280, A. Gross & Co. vs. Lehigh Valley et al., and a 
sub-number, Same vs. B. & O. et al. By division 3. Rates, com- 
mercial stearic acid, carloads, Newark, N. J., to destinations 
in official territory, found inapplicable and reparation awarded. 
The Commission held the applicable rates were and are the sixth 
class rates. Reparation was sought on shipments delivered 
since May 15, 1929. Rates for the future were sought when the 
complaint was filed but the Commission said the complainant 
relied solely upon the alleged inapplicability of the rates 
charged. The issue of unreasonableness therefore was not con- 
sidered by the Commission. Commissioner Miller dissented, 


Riveted Pipe 


No. 25877, R. Hardesty Manufacturing Co. vs. C. & S. et al. 
By division 3. Dismissed. Rate charged, plate steel riveted 
pipe, carloads, Gary, Ind., to Denver, Colo., fabricated in transit, 
and forwarded to Capitan, N. M., applicable. Shipments in- 
volved moved between January 31 and April 1, 1931. A com- 
bination of $1.25 was collected. 


Wrought Iron Pipe 


No. 25826, Montana-Dakota Utilities Co. vs. G. N. et al. By 
division 3. Rate, wrought-iron pipe, Williston, N. D., over an 
interstate route, to Mandan, N. D., imposed on a shipment made 
on July 12, 1930, unreasonable to the extent it exceeded 58 cents. 
Reparation of $440.15 awarded. Rate imposed was 93 cents. 


Sugar 


Fourth Section Application No. 15322, sugar from Sidney, 
Mont. By division 2. Authority granted, in Fourth Section Or- 
der No. 11469, to carriers parties to Toll’s I. C. C. No. 1301, to 
establish rates, sugar, beet or cane, carloads, Sidney, Mont., to 
Chicago, Ill., and other destinations, 5 cents a 100 pounds lower 
than rates contemporaneously maintained on sugar from Billings, 
Mont., to the destinations mentioned as authorized in Fourth 
Section Order No. 11300, and to maintain higher rates at in- 
termediate points. 


Sand and Gravel 


No. 25407, Reed & Wheelock vs. C. B. & Q. and a sub-number, 
Same vs. Same. By division 3. No. 25407 dismissed. Rate, 
sand and gravel, from Oreapolis, Neb., to Prescott, Ia., not un- 
reasonable, In the sub-number, rate on like traffic, Oreapolis to 
Bedford, Ia., not unreasonable in the past, but unreasonable for 
the future to the extent that it may exceed $1.15 a net ton. 
New rate to be established not later than April 21. Chairman 
Lee, concurring in part, said he was not satisfied that there was 
either necessity or justification for the prescription of a rate to 
Bedford for the future. 





S. A. U. & G. ABANDONMENT 


In Finance No. 9701, San Antonio, Uvalde & Gulf Railroad 
Co. abandonment, the Commission, by division 4, has authorized 
the applicant to abandon part of its line between Gardendale 
and Fowlerton, in La Salle County, Tex., a distance of a little 
more than 26 miles. That part of the application seeking per- 
mission to abandon that portion of the line between Fowlerton 
and a point north of the Frio River, in La Salle County, has 
been dismissed. Under existing conditions, the Commission 
Said, it appeared clear that operation of the line could be con- 
tinued only at a heavy loss. 
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Opposition to abandonment was presented by the state of 
Texas, the Texas Commission and affected towns, counties and 
shippers. As a result of negotiations, after a proposed report 
had been issued, the applicant agreed to modify its application 
so that it would not cover that part of the line north of the 
Frio River which had been marked for abandonment. The 
part which the applicant has agreed to retain in operation is 
about two miles long. 


S. P. CONSOLIDATION 


The Commission, in finance No. 9689, Southern Pacific 
(Texas and Louisiana Lines) consolidation, has conditionally 
authorized the consolidation of the Southern Pacific lines in 
Texas and Louisiana under the ownership of the Texas and New 
Orleans Railroad Company on condition that the consolidated 
company agree, if the Commission shall hereafter determine 
that such action would be in the public interest, to acquire the 
Fredericksburg and Northern, a twenty-four-mile short line, in 
Texas at its commercial value, or, if no agreement can be 
reached as to that value, on the value fixed by the Commission. 

Under the plan thus approved, the Texas and New Orleans 
would take over thirteen other corporations of the Southern 
Pacific system and issue $59,646,400 of its capital stock in ex- 
change for the obligations of the other corporations, which 
would be dissolved. 

The proceeding has been held open for 60 days to permit 
the filing of an agreement in accordance with this condition. 

Commissioners Mahaffie, Aitchison, and Tate disagreed with 
the imposition of this condition, and Commissioner Miller noted 
a dissent. 


ELBERTON & EASTERN ABANDONMENT 


In Finance No. 10141, Elberton & Eastern Railroad Co. 
abandonment, the Commission, by division 4, has authorized C. 
A. Wickersham, receiver of the company mentioned, to abandon 
the line extending from Elberton to Washington, Ga., a distance 
of 34.62 miles, and to abandon operation under trackage rights 
over parts of the Georgia Railroad and Seaboard Air Line at 
Washington and at Elberton. The property was offered at judi- 
cial sale at Washington, Ga., on July 24, 1933, at an upset price 
of $30,000, but no bid, the Commission said, was received. In 
the first seven months of 1933 the road had an operating deficit 
running as high as $48,220 a month. 


P. & A. ABANDONMENT 


The Commission, by division 4, in Finance No. 8117, Penn- 
sylvania & Atlantic Railroad Co. abandonment, in a supplemental 
report has issued a certificate permitting the applicant to aban- 
don its Island Heights branch in Ocean County, N. J., about 1.2 
miles long, extending from Pine Beach across Toms River to 
Island Heights, N. J. In the previous report, 175 I. C. C. 127, 
the Commission approved an arrangement whereby bus service 
would be substituted for rail service and said that the applicant 
should.take no steps to dismantle the line, but should keep it 
intact in the experimental period and until the Commission’s 
further action. In this report the Commission said it was clear 
that operation of the Island Heights branch was performed at 
a substantial loss, imposing undue burden upon it and upon 
interstate commerce. It said that the resumption of operation 
would again result in the imposition of such a burden. 


FRISCO ABANDONMENTS 


The Commission, on request of the applicant, has dismissed 
Finance No. 10233, application St. Louis-San Francisco Railway 
Co. and its trustees for permission to abandon the coal branch 
of the St. Louis-San Francisco extending from Weir City to 
Mackie, Kan. The carrier said it would file a new applica- 
tion which would not cover one mile of the branch serving a 
brick and tile plant which was soon expected to reopen. 

An order of dismissal has also been entered in Finance 
No. 10229, application St. Louis-San Francisco Railway Co. and 
its trustees for permission to abandon that part of the Aurora 
Branch between Mount Vernon and Greenfield, Mo. The appli- 
cant said it would file a new application proposing to limit the 
abandonment of the branch between Miller and South Green- 
field, a distance of about 12 miles. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 10171, permitting the Chicago, 
Rock Island & Pacific Railway Company and the trustees of its 
properties to abandon operation over a line of railroad of the Wabash 
Railway Company in St. Louis, Mo., approved. 

Report and order in F. D. No. 10274, authorizing W. E. Hopkins, 
trustee of the Meridian and Bigbee River Railway Company to issue 
not exceeding $744,252 of trustee’s certificates to be pledged with the 
Reconstruction Finance Corporation as collateral security for a loan, 
approved. 

Report and certificate in F. D. No. 9701, (1) permitting abandon- 
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ment by the San Antonio, Uvalde & Gulf Railroad Company of its 
line of railroad Detween Gardendale and Fowlerton, in LaSalle County, 
Texas; and (2) dismissing that part of the application seeking per- 
mission to abandon the portion of the line between Fowlerton and a 
point north of the Frio River in LaSalle County, Texas, approved. 

Report and certificate in F. D. No. 9967, permitting the St. Louis- 
San Francisco Railway Company and the trustees of its properties 
to abandon the Winkler branch of said company, Dent and Phelps 
counties, Mo., approved. 

teport and order in F. D. No. 10286, authorizing the Mississippi 
Central Railroad Company to issue a promissory note or notes for 
not exceeding $100,000 to procure part of the funds necessary to 
pay matured interest obligations, approved. 

Report and certificate in F. D. No. 10173, permitting the East: 
Texas & Gulf Railway Company to abandon, as to interstate and 
foreign nn its entire line of railroad in Tyler county, Tex., 
approved. 


FINANCE APPLICATIONS 


Finance No. 7282, supplemental application. 
Northern Railway Co. asks permission to renew and extend from De- 
cember 28, 1933, to, on or before December 28, 1936, the time of pay- 
ment of $226,915 of secured promissory notes. 

Finance No. 10302. Southern Pacific Co. asks approval of ex- 
penditures to be made with loan of $12,000,000 from PWA for im- 
provements to roadbed and rolling stock. 

Finance No. 10305. Illinois Central Railroad Co, asks permission 
to abandon operation over the tracks of the Missouri Pacific that 
connected with the Union Stock Yards Company in South Omaha, 
Neb., and substitute therefor operations over the tracks of the Union 
Pacific at Carter Lake, Ia., past a connection with the tracks of 
the Union Stock Yards Company at South Omaha, Neb., and a point 
1.5 miles south of the Union Pacific passenger station in South 
Omaha, Neb. 


LOANS TO RAILROADS 


In Finance No. 10273, Illinois Central Railroad Co, public 
works improvement, the Commission, by division 4, has approved 
a proposed maintenance project as desirable for the improve- 
ment of transportation facilities. The carrier asked for ap- 
proval of a project estimated to cost $1,437,145.40, involving the 
purchase of 21,600 gross tons of 112-pound rails with the neces- 
sary fastenings; also for the making of heavy general repairs 
to 16,015 miscellaneous freight cars at an estimate of $6,210,555 
and to make general repairs to 228 passenger cars with an 
approximate expenditure of $1,100,300. The carrier proposes 
to finance the works by obtaining a loan from the PWA. 

In Finance No. 10281, Kansas, Oklahoma & Gulf Railway Co. 
public works improvement, the Commission, by division 4, has 
approved proposed maintenance work on that railroad estimated 
to cost $290,834, which it proposes to finance by a loan from tie 
PWA. The work proposed is the purchase and installation of 
about 5,184 gross tons of 110-pound steel rail and fastenings. 

Subject to the approval of the Commission, the PWA has 
allotted an additional loan of $2,000,000 to the New York, New 
Haven & Hartford, the money to be used in buying 50 new 
passenger coaches, work on which, under the New Haven plans, 
is to be begun in March. The loan is to bear 4 per cent in- 
terest, which will begin in the second year of it. It will be 
secured by the issue of equipment trust certificates. A previous 
allotment of 3,500,000 was made to the New Haven a short time 
ago to enable it to reemploy about 700 men in its shops at 
Readville, Mass., and Van Nest, N. Y., in the rebuilding of 
locomotive and other equipment. 

With the $2,000,000 allotment to the New Haven it was 
announced that the PWA had allotted $214,607,000 to the rail- 
roads for purchases of rails, electrification work, purchase of 
new equipment and for maintenance work on right of way and 
equipment. 

The Commission, by division 4, in Finance No. 10296, Penn- 
sylvania Railroad Co. public works improvement, has approved 
as desirable for the improvement of transportation facilities the 
equipment to be acquired by the Pennsylvania which it pro- 
poses to finance by a loan of $77,000,000 from the PWA. The 
contract between the PWA and the railroad for the loan was 
signed recently, subject to approval of the acquisition of the 
equipment by the Commission. Not exceeding $45,000,000 of the 
loan is to be applied to the electrification project of the Penn- 
sylvania between New York and Washington. Of the remainder 
of the loan, $15,000,000 will be used in acquisition of 101 addi- 
tional electric locomotives, and $17,000,000 will be used in 
acquisition of 7,000 freight cars. 

Approval has been given by the Commission, division 4, in 
Finance No, 10288, New York, New Haven & Hartford Railroad 
Co. public works improvement, to a project of that carrier to 
buy and install approximately 25,000 tons of new 112-pound steel 
rail and 10,000 tons of necessary fastenings at an estimated cost 
of $1,350,000. The carrier proposes to finance this maintenance 
project with funds from the PWA. It has filed an application 
with the Commission for authority to issue notes to obtain that 
loan. 

In Finance No. 9450, Illinois Central Railroad Co. reconstruc- 
tion loan, the Commission, by division 4, in a second supple- 
mental report, has modified the report and certificate of June 
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29, 1932, 184 I. C. C. 779, 189 I. C. C. 759, so as to permit th 
acceptance by the RFC as part of the security of a loan, ¢ 
$14,949,000 of Yazoo & Mississippi Valley Railroad Co. registerg 
5 per cent improvement bonds of 1934, modified in respect ¢ 
the maturity thereof by an endorsement thereon validly exten. 
ing their maturity to January 1, 1939, provided that, conc. 
rently with, or before such endorsement, the applicant shajj 
show to the satisfaction of the RFC that all other bonds issue; 


and now outstanding under the same mortgage have been one 


will be similarly extended and so as to reduce the amount 
the loan approved to $6,296,333, which is the amount the carrie 
has drawn under a prior approval by the Commission. 

In Finance No. 10133, Vicksburg Bridge & Terminal (y 
proposed bonds, the Commission, by division 4, has denied the 
application for authority to issue and pledge $3,250,000 of the 
applicant’s first mortgage gold bonds. The bonds were to have 
been issued for the purpose of pledging them for a loan oj 
$3,250,000 from the RFC. That loan, however, was denied. The 
Commission said that there being no necessity for the issue 
and pledge of the bonds the application to issue them should 
denied. 

Congress has extended the life of the Reconstruction 
Finance Corporation, which otherwise would have expired this 
month, to February 1, 1935, and increased its power to issue 
debentures by $850,000,000. The legislation extending life ani 
increasing spending power was passed, January 15, in the Senate 
without a record vote. In the House of Representatives the 
legislation was passed on the same day by a vote of 186 to 1, 
the one negative vote being cast by Representative McFadden 
of Pennsylvania. 

The Pacific Coast Railroad Co., in Finance No. 9448, has 
applied for a loan of $70,000 from the R. F. C. to fight floods and 
repair damages done by floods. 


SUSPENDED TARIFFS 


In I. and S. No. 3941, the Commission has suspended from 
January 15, until August 15, schedules in supplement No. 22 to 
Jones’ tariff, I. C. C. No. 2589. The suspended schedules pro- 
pose to restrict the rates on strawboard, boxboard, chipboard, 
paper stock board, and wood pulpboard, in carloads, so as not 
to apply the Mt. Vernon, Ind., basis from Terre Haute, Ind., to 
St. Louis, Mo., under the so called “intermediate rule,” which 
would result in the application of higher rates from Terre Haute. 
The following is illustrative, rates being in cents per 100 pounds: 


To St. Louis, Mo., from Terre Haute, Ind., present 1, proposed 17; 
To St. Louis, Mo., from Terre Haute, Ind., present 11, proposed 17: 


In I. and S. No. 3942, the Commission has suspended from 
January 15, until August 15, schedules in supplement No. 4 to 
the Consolidated Freight Classification, Greenly’s I. C. C.-O. C. 
No. 52, Dulaney’s I. C. C. No. 49, Fyfe’s I. C. C. No. 21, and 
Galligan’s I. C. C. No. 268. The suspended schedules propose 
to increase the classification ratings, in all territories in the 
Consolidated Freight Classification, on dry fruit or vegetable 
pectin in less carload lots from third class to first class, and 
in carloads from fifth class, minimum weight 36,000 pounds, 
to third class, minimum weight 30,000 pounds, and to reduce 
the rating in southern classification territory on liquid pectin, 
in carloads, from fifth class to sixth class. 

In I. and S. No. 3943, the Commission has suspended from 
January 15 until August 15 schedules in supplements Nos. 10 
and 11 to Erie I. C. C. No. A-7151, supplement No. 17 to New 
York, Chicago & St. Louis I. C. C. No. 4795, and other carriers’ 
tariffs. The suspended schedules propose to cancel provisions 
for mixing asbestos and/or asphalt shingles with wooden 
shingles accorded transit arrangements at Cleveland, Ohio, and 
North Tonawanda, N. Y., with resultant increases in rates on 
such mixed shipments. 


FINAL VALUATION REPORTS 


Valuation No. 1072, Chicago, Milwaukee & St. Paul Railway Co. 
et al., opinion No. B-912, 44 Val. Rep. 441-823. This report also em- 
braces Valuation No. 760, Seattle, Port Angeles & Western Railway 
Co., No. 768, Bellingham & Northern Railway Co., No. 771, Gallatin 
Valley Railway Co., No. 794, Puget Sound & Willapa Harbor Railway 
Co., No. 797, Milwaukee Terminal Railway Co., and No. 798, Tacoma 
Eastern Railway Co. Final value, property owned and used, Chicago, 
Milwaukee & St. Paul Railway Co. found to be $584,903,500; of the 
property owned but not used, $568,878, and property used but not 
owned $497,941, as of June 30, 1918. 

Final value, Seattle, Port Angeles & Western, 
and used, $2,631,447, as of June 30, 1918. 

Final value, Bellingham & Northern Railway Co., property owned 
and used, $2,301,465, and property owned but not used $183, as of 
June 30, 1918. 

Final value, Gallatin Valley Railway Co. owned and used property, 
$1,345,344 as of June 30, 1918. 

Final value, Puget Sound & Willapa Harbor Railway Co. owned 
and used property $2,606,905 as of June 30, 1918. 

Final vaue, Milwaukee Terminal Railway Co. property owned and 
used $745,370 and property used but not owned $183 as of June 30, 1918. 

Final value Tacoma Eastern Railway Co. property owned and 
used $3,296,162 as of June 30, 1918. 


property owned 
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Bureau vs. A. & W. et al., has recommended that the Commis- 
sion find unreasonable the rules of the railroads for the deduc- 
tion of moisture content on dewatered or dried coal, from points 
in Indiana to destinations in Nebraska, Illinois, Indiana, Iowa, 
Kansas, Minnesota, Missouri, the Dakotas and Wisconsin. But, 
he said, carriers should be given opportunity to make further 
tests of destination weights before his proposed finding was 
affirmed. 

The complainants, Illinois operators, alleged that the rates 
on soft coal were unreasonable, unjustly discriminatory and 
unduly preferential of Indiana producers of coal and unduly 
prejudicial to the members of the complaining bureau and 
unlawful in violation of sections 1, 2, 3 and 6 of the interstate 
commerce act. 

‘ The examiner said the testimony indicated that there was 


no real complaint regarding the measure of the rates them- 


selves. The complaint, he said, was predicated on the conten- 
tion that a number of bituminous coal mines in Indiana were 
not only equipped with plants for washing coal, but also with 
facilities for dewatering or drying coal so washed before ship- 
ment; that shippers or receivers of this coal demanded and 
received from the railroads the same moisture allowances as 
were applicable on ordinary washed coal, that is, coal that had 
not been subjected to the dewatering or drying process; that 
the railroads collected freight charges on a lesser weight of 
coal than was actually transported; and that the moisture allow- 
ance, rules, and regulations on ordinary washed coal, established 
long before the process of drying coal was in vogue, were never 
intended to be applicable on coal from which a part of the 
moisture had been removed at the mine by artificial “drying 
processes. These artificial drying processes, used on Indiana 
coal, the examiner said, were not used on coal from the com- 
plaining southern Illinois district. The two districts are highly 
competitive. 

The fact, said Examiner Trezise, that seventeen carloads of 
coal from Indiana weighed approximately an average of 5,000 
pounds more at destination than the weights upon which the 
charges were collected was sufficiently significant that the 
Commission should conclude that the rules authorizing deduc- 
tions on account of moisture were unreasonable and that their 
application should be cancelled on coal that was washed and 
subjected to the artificial drying processes, There might be 
some doubt, said the examiner, whether such a conclusion 
should be made final upon a showing as to destination weights 
on only 17 carloads. Therefore he recommended that the Com- 
mission find that the rules assailed were unreasonable but that 
before such a finding was made final the railroads should be 
given an opportunity if they desired to make adequate tests of 
origin and destination weights upon a sufficient number of 
carloads of coal to be truly representative of the situation. * 


TRUCK COMPETITIVE RATES 


Examiners R. G. Taylor and Leslie H. McDaniel have recom- 
mended the dismissal of No. 25853, American Highway Freight 
Association, Inc., vs. Southeastern Express Co. et al., on a find- 
ing that reduced less-than-carload interstate express rates of the 
Southeastern company between points in the southeast, estab- 
lished to meet motor truck competition are not in violation of sec- 
tions 1, 2 or 6 of the interstate commerce act or of section 1 
of the Elkins act. Another proposed finding is that the opera- 
tion of the express company under contracts with defendant 
_ a does not constitute a device within the meaning of 
he law. 

This complaint alleged that the arrangements and practices 
between the Southeastern Express Co. and the several railroad 
defendants, applicable on less-than-carload traffic transported 
between points in southeast in express service over the rail 
lines with store door pick-up and delivery at rates no higher 
and generally less than the regularly established less-than-car- 
load freight rates on like traffic from and to the same points 
were unreasonable, unjustly discriminatory and in violation of 
the sections of the law hereinbefore mentioned. The complain- 
ant, composed of highway common carrier truck operators asked 
for a cease and desist order. 

No shipper or representative of the shipping public testified 





position of the defendants. -Many reasons were assigned by 
them, said the examiners, why the express service at the reduced 
rate should be continued, the principal reasons advanced being 
that express service was necessary in the public interest; that 
under present economic conditions jobbers and consumers pur- 
chased articles only when needed, necessitating an expeditious 
mode of transportation; that the trucks advertised express 
service at freight rates when they inaugurated their service in 
competition with the railroads, and that the express company 
was now rendering the same character of service at rates the 
same or slightly less than the contemporaneous freight rates. 
The shippers interests asserted, according to the examiners, that 
unless the express company was permitted to continue its serv- 
ice at such reduced rates shippers would be compelled to turn 
to the truck service; and that the express company was more 
dependable in the carriage of property and in financial re- 
sponsibility than the average truck company. 


A. C. L. CAPITAL ACCOUNTING 


After formal hearing Examiner Thomas G. Walton, in No. 
25170, accounting for capital items, in re Atlantic Coast Line 
Railroad Co. and Atlanta, Birmingham & Coast Railroad Co., 
has recommended that the Commission find that the market 
or fair cash value of the properties of the old Atlanta, Bir- 
mingham & Atlantic Railway Co., acquired by the Atlantic Coast 
Line, in 1927, did not exceed $9,428,713.76 as of January 1, 1927. 
Walton recommended that on order be entered requiring the 
Atlanta, Birmingham & Coast to state its account in accordance 
with the proposed finding. He said that with respect to the 
Atlantic Coast Line no order should be entered. 

A further finding proposed by Examiner Walton was that 
except with respect to the preferred stock the accounting pro- 
posed by the A. B. & C. violated the Commission’s accounting 
classification and the condition in its order of December 21, 
1926, and ignored the current market or cash value of the 
properties as well as the securities involved. He said that 
neither the principle of res judicata nor law of the case had 
effect to preclude the making of any of the proposed findings. 

This proceeding, initiated by the Commission on its own 
motion, is an outgrowth of questions as to the account items 
that should be made incident to the acquisition by the Atlantic 
Coast Line of the property and assets formerly owned by the 
Atlanta, Birmingham & Atlantic in January, 1927. The matter 
has been in the federal court of Georgia twice and once in 
the Supreme Court of the United States. 

The Commission initiated the present proceeding on March 
26, 1932. The Atlantic Coast Line introduced as evidence, at 
one of the hearings, testimony purporting to show, as of Jan- 
uary 1, 1927, an investment in road and equipment of $24,481,- 
893.86, consisting of the Commission’s valuation of the proper- 
ties as of 1914 plus additions and betterments to December 31, 
1926, and a capital stock liability of $27,001,407.26. 

In this report, however, the examiner recommended a find- 
ing as to the market or fair cash value of the properties in 
question differing but little from the original figure made by 
them of $9,261,043.87. 


U. 8. CANADA VEGETABLE RATES 


In a proposed report in No. 25671, Fruit Importers et al. vs. 
Atlantic Coast Line et al., in which the carriers challenged the 
jurisdiction of the Commission to pass on the reasonableness of 
joint rates on fresh vegetables from Florida points to Montreal, 
Que., Examiner J. P. McGrath said the position of the carriers 
was not tenable. The Commission had jurisdiction, he said, to 
determine the lawfulness of joint rates applied to shipments in 
question irrespective of whether or not local rates to border 
points, as such, were published and maintained for transportation 
within the United States to the Canadian border. In support of 
that holding he cited Lewis-Simas-Jones Co. vs. Southern Pacific, 
283 U. S. 654 (51 S. Ct. Rep. 592). 

Defendants’ position in substance, the examiner said, was 
that inasmuch as they had maintained rates on vegetables from 
Florida to Rouses Point, N. Y., there was no failure on their 
part to comply with the interstate commerce act such as was 
found by the court in News Syndicate Co. vs. N. Y. C., 275 U. S. 
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179 (48 S. Ct. Rep. 39), and the Lewis-Simas-Jones case. Upon 
analysis, the examiner said, that contention did not comport with 
the principle stated in those cases. The rates on vegetables from 
Florida to Rouses Point were local rates, he said. 

“If, as defendants contend,” said the examiner, “they were 
intended to apply to the Canadian border at that point for 
application on traffic destined to Montreal, they should have 
been so published in clear and unequivocal terms. The conten- 
tion of defendants, upon brief, that those rates were available 
as factors of combination rates on traffic destined to Montreal 
is beside the point.” 

Joint rates were canceled on December 6, 1932. The ex- 
aminer said a few of the shipments moved over routes over 
which joint rates did not apply and on those shipments, he said, 
the rates charged were combinations of which the components 
from base points in the United States to Montreal were joint 
rates. After the cancelation combinations applied. The com- 
bination rates on potatoes, which became effective on December 


6, 1932, the examiner said, were based on Rouses Point, and the’ 


component thereof from Rouses Point was a local rate. The 
complaint was made by corporations and partnerships dealing 
with vegetables at Montreal. 

In disposing of the complaint Examiner McGrath said the 
Commission should find that the rates assailed were not and are 
not unreasonable, except that, on the basis of published estimated 
weights, the joint by the package rates on vegetables, other than 
celery, were unreasonable in the period, October 26, 1931, to 
December 5, 1932, inclusive, and, except from stations on the 
Florida East Coast Railway, in the period November 29, 1930, 
to October 25, 1931, inclusive, to the extent they exceeded com- 
binations contemporaneously in effect over the routes of move- 
ment equivalent to or greater than those composed of the local 
commodity rates from the points of origin to Rouses Point which 
became effective October 26, 1931, and the local class rates 
beyond, and also except that the joint rates charged on potatoes 
shipped in the period October 26, 1931, to December 5, 1932, in- 
clusive, were unreasonable to the extent that they exceeded com- 
binations contemporaneously in effect over the routes of move- 
ment composed of the local commodity rates from the same 
origins to Rouses Point and the class rate beyond. 

The Commission should further find, said the examiner, that 
the rates charged on cucumbers in 24-quart and 28-quart hampers 
and on the shipments of beans in 28-quart hampers were inap- 
plicable; and that, in the absence of satisfactory proof of the 
weight of those and other shipments, definite determination could 
not be made either of the applicable charges on the shipments 
in the 24-quart and 28-quart hampers or the extent to which the 
joint rates charged on shipments which moved in the period 
November 29, 1930, to December 5, 1932, exceeded the before 
mentioned combinations of intermediate rates. Reparation as to 
such shipments accordingly, he said, should be denied. No find- 
ing under the fourth section, he said, was necessary, the present 
rates being the lowest combinations of applicable intermediate 
rates. The examiner said the Commission should award repara- 
tion to Fruit Importers, Limited, and Wolfe Fruit Company. 


PROPOSED REPORTS 


Gasoline 


No. 25830, Alamo Refining Co. vs. T. & P. et al. By Ex- 
aminer E. A. Burslem. Dismissal proposed. Rates, gasoline, 
Willow Springs, Tex., to Houston and Texas City, Tex., for 
coastwise movement, not unreasonable or otherwise unlawful. 
The rates were alleged to be unreasonable, unduly prejudicial 
to the complainant and unduly preferential of competitors and 
other Texas points of origin. Defendants showed, the examiner 
said, that none of the origin points alleged to be preferred, 
other than Longview, and Longview Junction, Tex., were located 
on the Texas & Pacific and that the latter did not participate 
in coastwise rates to Houston and Texas City from the ex- 
cepted points. Therefore they contended that no order under 
section 3 could legally be entered, citing in support of that 
Texas & Pacific vs. U. S., 289 U. S. 627, the Texas-Louisiana 
ports differential case. 

Paper Boxes 


No. 26090, Fort Wayne Paper Box Co. vs. Wabash. By 
Examiner Herbert P. Haley. Rate, paper boxes, Fort Wayne, 
Ind., to Detroit, Mich., unreasonable to the extent it may, in 
the future, exceed 33 cents, minimum not exceeding 20,000 
pounds subject to Rule 34. Charges unreasonable in the past 
on shipments on and after November 7, 1930, to the extent they 
exceeded those which would have accrued at a rate of 40 cents, 
minimum 20,000 pounds subject to Rule 34. Reparation proposed. 


Charges on Tug Boat 


No. 26128, R. C. Huffman Construction Co. vs. L. & N. et al. 
By Examiner Carl A. Schlager. Dismissal proposed. Rate 
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charged, $2.17 a hundred, one tug boat, New Orleans, La., t 
Wilmington, N. C., proposed to be found applicable. Complain. 
ant contended that the shipment was a contractors’ outfit, con. 
sisting of a tug boat, tools, etc. 


Various Merchandise 


No. 25764, Hygrade Food Products Corporation et al. vs, 
A. & S. et al. By Examiner Richard Yardley. Dismissal pro. 
posed. Rates charged, various merchandise, points in Illinois, 
Iowa, Wisconsin, Minnesota and Missouri to points in Kansas, 
proposed to be found applicable. The question was as to the 
construction of tariffs for the application of factors from junc. 
tions such as Stillings, Mo., to Kansas destinations. 


Bottle Caps 


No. 25941, Illinois Cork Co. vs. A. C. & Y. et al. By Ex. 
aminer A. S. Worthington. Rates, metal beverage bottle caps, 
carloads, Chicago, IIl., to destinations in official territory, unrea. 
sonable to the extent that, prior to December 3, 1931, they ex. 
ceeded 87 per cent of fifth class and after that date to and 
including September 30, 1933, 93 per cent of the fifth class rates, 
Reparation proposed. 

Hogs 

No. 25908, D. S. Keefe et al. vs. A. T. & S. F. et al. By 
Examiner T. Leo Haden. Rates, hogs, points in Nebraska, Colo. 
rado and Wyoming to points in California and Utah, unreasonable 
to California to the extent they exceeded rates that would result 
from the distance rates used in awarding reparation on hogs 
in the Romeo Stores Co. case 179 I. C. C. 503, and to Utah to 
the extent they exceeded rates based on the scale in the Amer. 
ican Packing Co. case, 191 I. C. C. 75. Reparation proposed. 


Cotton 


No. 26035, Mississippi Farm Bureau Cotton Association vs. 
G. & S. I. et al. By Examiner E. L. Glenn. Dismissal proposed. 
Finding that overcharges on described shipments, cotton, any 
quantity, Oakvale, Jackson and other named points in Mississippi 
to Galveston, Tex., compressed in transit, found in 196 I. C. C. 
588 to have been paid and borne by the consignee, proposed 
to be affirmed. 


Cast Iron Radiators 


No. 26061, National Radiator Corporation vs. Pennsylvania 
et al. By Examiner Harris Fleming. Dismissal proposed. Cast- 
iron radiators, straight carloads and in carloads with other 
commodities, Johnstown, Pa., to various eastern points, proposed 
to be found to have been overcharged to the extent that charges 
were calculated on the basis differing from the rate contempo- 
raneously in effect from Dunkirk, N. Y., but proof found insuf- 
ficient to warrant an order directing refund to the complainant. 
The complaint covered 243 carloads shipped between December 
10, 1929, and July 14, 1932, both inclusive. 


Moulding Sand 


No. 20828, Lebanon Steel Foundry vs. Pennsylvania et al. 
By Examiner John J. Crowley. Upon further hearing the ex- 
aminer said the Commission should find that the complainant 
made shipments, moulding sand, Millville and Manumuskin, 
N. J., to Lebanon, Pa., under rates found unreasonable in the 
original report, Industrial Sand Cases, 1930, 188 I. C. C. 99, 
decided October 4, 1932, and was entitled to reparation in the 
amount of the difference between the charges paid on 449 ship- 
ments delivered between March 30, 1926, and October 4, 1932, 
and those which would have accrued at the rate of $1.80 per 
ton found reasonable in the case mentioned, the sum being 
$7,531.81, with interest at 6 per cent from October 3, 1932. 


Drag-Line Excavators 


No. 26043, Middle Rio Grande Conservancy District vs. A. T. 
& S. F. et al. By Examiner Herbert P. Haley. Dismissal pro- 
posed. Applicable rates, drag-line excavators, Milwaukee, Wis., 
and Evansville, Ind., to points in New Mexico on shipments 
delivered after October 13, 1930, not unreasonable or in viola- 
tion of section 4. One of the questions was as to the ap- 
plicability of a rate of $1.44 to shipments from Evansville, via 
Chicago, it being contended that the rate from Chicago was 
$1.44. The examiner said the rate from Chicago was $1.46. 


Cypress Piling 
No. 26114, Edwards Land and Timber Co. vs. G. M. & N. 
et al. By Examiner John Davey. Dismissal proposed. Carload 
rate charged, cypress piling, Alamo, Tenn., to Napoleon, Mo., 02 
shipments in March, 1931, proposed to be found applicable. 


Pine Lumber 
No. 24981, Biles-Coleman Lumber Co. vs. C. & N. W. et al. 
By Examiner L. J. P. Fichthorn. Rates charged, carload, pine 
lumber, Omak, Wash., to Chicago, IIl., reconsigned to Brooklyn, 
N. Y., and on two carloads to Burlington, Ia., proposed to be 
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found inapplicable. Proposed to be found that the applicable 
rates were $1.76 to Brooklyn, and $1.285 to Burlington, and that 
they had not been shown to have been unreasonable. Shipment 
to Chicago was made September 18, 1928. Shipments to Burling- 
ton were made in June and October, 1931. Reparation of $127.64 
proposed. 
Sulphate of Alumina 

No. 25995, Standard Paper Manufacturing Co., Inc., vs. B. & O. 
et al. By Examiner Harold M. Brown. Dismissal proposed. 
Carload rates, sulphate of alumina, Philadelphia, Pa., to Rich- 
mond, Va., not unreasonable. The complaint covered shipments 
made since April 11, 1931. It was alleged that they were unrea- 
sonable prior to March 1, 1933. 


Cottonseed Meal 


No. 26008, F. W. Brode Corporation vs. B. & O. et al. By 
Examiner Harold M. Brown. Dismissal proposed. Carload rates, 
cottonseed meal, Memphis, Tenn., to Mt. Union, Pottstown, 
Quarryville, Rohrerstown, and Ephrata, Pa., applied on shipments 
made in April, 1932, not unreasonable. 


Crude Clay 


No. 26147, Robinson-Ransbottom Pottery Co. vs. C. M. St. P. 
& P. et al. By Examiner L. B. Dunn. Dismissal proposed. 
Rate, crude clay, Rockland, Mich., to Rosevile, O., applied on 
shipments on April 27, 1933, not unreasonable. 


Petroleum Coke Breeze 


No. 25992, E. P. Boyer Lumber & Coal Co. et al. vs. C. B. 
& Q. et al. By Examiner Edgar Snider. Dismissal proposed. 
Rates, petroleum coke breeze, dust or screenings, Sugar Creek, 
Mo., to Omaha, Neb., not unreasonable or otherwise unlawful. 


Lime 


No. 26134, Limestone Products Co. vs. C. & N. W. et al. 
By Examiner Alfred G. Hagerty. Dismissal proposed. Rates, 
lime, including the authorized emergency charge, Menominee, 
Mich., to points in Wisconsin, in relation to rates for trans- 
portation within Wisconsin bearing no emergency charge, pro- 
posed to be found not unreasonable or otherwise unlawful. Car- 
riers imposed the emergency charge on intrastate rates in 
Wisconsin as soon as authorized to do so. The examiner said 
the evidence was insufficient to establish that the complainants 
suffered any damages in direct consequence of the differences 
in charges on state and interstate traffic. 


Fuel Oil Weight 


No. 25861, Bennion Gas & Oil Co. et al. vs. A. T. & S. F. 
et al. By Examiner Frank C. Weems. Dismissal proposed. 
Defendants’ practice of estimating 7.75 pounds as the weight of 
a gallon of fuel oil and gas oil in computing freight charges on 
carload shipments in tank cars, from producing points in Cali- 
fornia to destinations in Utah, proposed to be found not to 
have been or to be unreasonable, or to have resulted in un- 
reasonable freight charges. 


Sweetclover Seed 


No. 24768, Mitchelhill Seed Co. vs. A. T. & S. F. et al. By 
Examiner Edgar Snider. Upon further hearing recommended 
that rates on sweetclover seed, points in Wisconsin and Min- 
nesota to St. Joseph, Mo., be found unreasonable to the extent 
they exceeded the corresponding contemporaneous Class D rate 
and award reparation. Prior report, 192 I. C. C. 197, dismissing 
complaint proposed to be reversed. 


Cement 


No. 25953, Louisville Cement Co. vs. Pennsylvania et al. 
By Examiner J. G. Codper. Rates, cement, Speeds, Ind., to points 
in Arkansas, Louisiana, and Missouri, imposed on shipments be- 


tween May 21, 1929, and September 13, 1931, inclusive, proposed - 


to be found unreasonable to the extent they exceeded correspond- 
ing subsequently established rates and award reparation. Repara- 
tion was sought to the basis of rates established on October 1, 
1931, which rates, the examiner said, were on the same level, 
distance considered, as western cement scale III rates prescribed 
in Western Cement Rates, 52 I. C. C. 225, 69 I. C. C. 644, and 
roa I. C. C. 278. 


Cotton Plush and Velour 


No. 25653, Kregel Casket Co. et al. vs. B. & O. et al. By 
Examiner W. H. Smith. Dismissal proposed. Rates assessed, 
cotton plush and cotton velour, less-than-carloads, points in 
official territory to St. Louis, Mo., on shipments moving between 
October 15, 1930, and October 30, 1932, proposed to be found 
applicable. 

Asphalt 


No. 26110, White Eagle Oil Corporation vs. C. & N. W. et al. 
By Examiner William A. Maidens. 


Rates, asphalt, Casper, Wyo., 
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to points in South Dakota proposed to be found unreasonable for 
the future but not in the past to the extent they may exceed 80 
per cent of the contemporaneous rates on refined oil. 


Lumber 


No. 25647, Henry D. Davis Lumber Co. (Thomas H. Mills, 
receiver) vs. G. N. et al. By Examiner P. F. Mackey. Dismissal 
proposed. Rate, lumber, LaPine, Ore., to Goldendale, Wash., © 
for milling and forwarding beyond, applied on shipments be- 
tween May 1, 1931, and June 1, 1932, not unreasonable. 


Gum Logs 


No. 26091, Penn Veneer Co. vs. Pennsylvania et al. By Ex- 
aminer Harris Fleming. Rates, gum logs, points in Virginia to 
York, Pa., proposed to be found unreasonable for the future 
but not in the past to the extent they may exceed 65 per cent 
of the contemporaneous rates on lumber. 


Lettuce 


No. 25412, Dawson Produce Co. et al. vs. A. T. & S. F. et al., 
and No. 25706, Same vs. Same. By Examiner H. W. Archer. 
Rates, lettuce, in straight carloads and on mixed vegetables, 
carloads, from Colorado to points in Oklahoma not unreason- 
able but unduly prejudicial to points in Oklahoma on and north 
of the line of the St. Louis-San Francisco extending from Wyan- 
dotte, Okla., through Pawnee, Enid and Okeene to Cody, Okla., 
on or near the Canadian River, thence along the north bank of 
that river to the Texas-Oklahoma state line, and unduly prefer- 
ential of such points in southern Kansas as Anthony, Caldwell, 
Arkansas City, Coffeyville, and Baxter Springs to the extent 
that the rates to the points in Oklahoma north of the line of 
the Frisco shall exceed the rates to the Kansas points by more 
than 5 cents a 100 pounds, and that the rates to points in Okla- 
homa south of the line before described and on and north of the 
line of the Frisco extending from Westville, Okla., through 
Muskogee to Okmulgee, thence air-line to Oklahoma City, thence 
on and north of the line of the C. R. I. & P. through Geary, 
Bridgeport, Clinton, and Elk City to Texola, Okla., are and for 
the future will be unduly prejudicial to the Oklahoma points 
mentioned and unduly preferential of the Kansas points to the 
extent that the rates to po:ats in Oklahoma shall exceed the 
rates to the Kansas points by more than 10 cents a 100 pounds. 
The examiner said that if the defendants decided to remove 
the undue prejudice by increasing and grading upward the 
rates in southern Kansas, the findings proposed would be met 
by using the competitive point in Kansas nearest to the Okla- 
homa destination as the base for determining the rates to the 
latter. The examiner said the record was not sufficient to 
warrant an award of damages. 


\. A. COMMISSION ORDERS 


No. 2) Interstate rates between points in Missouri, and No. 
21215, Chanter of Commerce of E. St. Louis vs. A. T. & F. et al. 
No.| 21215 is\réopened for reconsideration solely for the purpose of 
determining Whether said findings should be modified on the record 
as made. Report elsewhere in this issue. 

No. 24410 and Subs 1 and 2, Cleveland Chamber of Commerce vs. 
A, T. & S. F. et al. Complaints dismissed upon complainants’ request. 

No. 245646, Jacob Dold Packing Co. vs. A. T. & S. F. et al. Com- 
plaint dismissed upon complainant’s request. 

No. 26145, Wm. T. McNutt vs. B. & O. et al. 
upon complainant’s request. 

No. 26156, Delaware Mills, Inc., vs. Erie et al. 
missed, same having been satisfied. 

1. & S. 3715, Packing house products, eastbound from W. T. L. 
points, and No. 25143 and Sub 1, Swift & Co. et al. vs. N. Y. C. et al. 
Proceedings reopened for reargument before the entire Commission, 
and effective date of order entered in I. & S. 3715, as modified re- 
quiring the cancellation of the suspended schedules on or before 
January 30, 1934, is postponed until further order of this Com- 
mission. 

No, 26304, Trojan Powder Co. vs. C. of N. J. et al. 
Chemical Co. permitted to intervene. 

No. 21609, Chamber of Commerce of Fargo et al. vs. A. T. & S. 
F. et al. Complaint dismissed upon complainants’ request. 

No. 23024, State of New Hampshire vs. B. & O. et al. Proceeding 
reopened for reargument. 

No. 24486, Galesburg Horse & Mule Co., Inc., et al. vs. A. C. & 
Y. et al. Order entered herein on October 21, 1933, as subsequently 
modified to become effective on February 19, 1934, is further modified 
to become effective on March 19, 1934, upon not less than 30 days’ 
notice. 

No. 24562, Arizona Hay Traffic Association et al vs. A. & S. et al.; 
Complaint dismissed upon complainants’ request. 

No. 24877 and Sub. 1, Farmers’ Co-Operative Gin & Supply As- 
sociation et al. vs. A. W. et al. Proceedings reopened for further 
hearing solely for purpose of affording complainants an opportunity 
to show that they made shipments at the rates found unreasonable, 
paid and bore the charges thereon, and are entitled to reparation. 
Defendants’ petition for reconsideration and modification of the award 
of reparation to Farmers’ Co-Operative Gin & Supply Co. of Big 
Spring, Tex., denied. 

No. 25185, Anoka-Butte Lumber Co, et al. vs. A. T. & S. F. et 
al. Complaint dismissed upon complainants’ request. 

No. 25511, Maine Potato Growers’ & Shippers’ Association vs. 
B. & Ar. and No. 25679, Town of Searsport, Me., et al. vs. B. & Ar. 
City of Philadelphia, Pa., permitted to intervene. 

No. 25822 and Sub. 1 and 2, National Radiator Corporation vs. 
Pennsylvania et al. Order entered on October 24, 1933, is modified so 
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as to permit the publication of rates based on column 20 (20 per cent 
of first class) in lieu of rates made 70 per cent of sixth class as pre- 
scribed, and order of October 24, as herein modified, is further modi- 
fied to become effective on or before February 1, 1934, upon not less 
than 15 days’ notice instead of 30 days’ notice. 

Finance Ne. 9447, Old Colony Railroad Co. bonds. Order and 
supplemental order entered on June 28, 1932, and September 19, 1932, 
184 I. C. C. 742, and 187 I. C. C. 439, modified so as to permit the 
Old Colony Railroad Co. to pledge and repledge, from time to time, 
to and including June 30, 1936, at the ratio prescribed in the orders 
mentioned, all or any part of $1,500,000 of first-mortgage gold bonds, 
series D, as collateral security for any note or notes. 

Finance No. 10265, Application of Missouri-Kansas Belt Railway 
and Terminal Co. for certificate to construct a line of railroad in 
Kansas. L. W. Baldwin and Guy A. Thompson, trustees, Missouri 
Pacific Railroad Company, debtor, permitted to intervene. 

No. 22906, Barnsdall Refineries, Inc., vs. Midland Valley et al., 
No. 24151, Sinclair Refining Co. vs. A. T. & S. F. et al., and No. 
24622, Mona Motor Oil Co. vs. C. B. & Q. et al. Petition of N. C. 
& St. L. for oral argument on form of reparation orders which 
should be entered, and for vacation of order heretofore entered in 
No. 24151, denied. 

No. 23236, Alabama Rock Asphalt, Inc., vs. A. & B. B. et al., 
No. 24936, O. A. Smith Agency, Inc., vs. I. C. et al., and No. 25059, 
Alabama Asphaltic Limestone Co. vs. A. & B. B. et al. Petition 
of Alabama Asphaltic Limestone Co., successor to complainant in 
No. 23236, for reopening of this proceeding with respect to reparation 
and reconsideration jointly with No. 25059, denied, and Nos. 23236 and 
24936 reopened on Commission’s own motion, for reconsideration with 
No. 25059. 

No. 24497, and Sub. 1, Trenton Potteries Co. et al. vs. A. C. L. 
et al., No. 25076, Trenton Chamber of Commerce, for and on behalf 
of Circle F Manufacturing Co. et al. vs. A. C. L. et al., and No. 23687, 
Architectural Tile Co. vs. A. C. L. et al. Petition dated December 
11, 1933, filed on behalf of complainants and certain interveners in Nos. 
24497 and Sub 1, and 23687, and petition dated November 29, 1933, 
filed on behalf of certain complainants and interveners in Nos. 24497 
and 25076 for reconsideration of petitions for reargument and recon- 
sideration denied by the Commission on October 2, 1933, denied. 

No. 14106, Sterling Salt Co. vs. A. A. et al., and cases grouped 
therewith. Order of December 5, 1932, reopening these proceedings 
is vacated and set aside. 

No. 26297, Leigh Banana Case Co. vs. A. & R. et al. 
Package Association permitted to intervene. 

Finance No. 8374, Houston & Texas Central proposed construc- 
tion and Finance No. 8447, Warren Central proposed construction. 
Time prescribed in the report, as extended, within which the Houston 
& Texas Central and Warren Central shall conclude the negotiations 
therein referred to, is further extended to December 31, 1934. 

Finance No. 9731, C. M. St. P. & P. abandonment. Effective date 
of certificate of public convenience and necessity issued herein on 
December 15, 1933, is extended to February 14, 1934. 

No. 13535 et al., Consolidated southwestern cases, supplemental 
Fourth section order No. 9600, rates from, to, and between points in 
southwestern territory. Order of October 4, 1933, as since amended, 
is further amended by adding thereto the following paragraph: 

“It is further ordered, That fourth-section order 9600, heretofore 
entered in said proceedings on July 23, 1927, and orders supplemental 
thereto, are further amended so as to provide that wherever reference 
is made in said orders to rates prescribed or approved, or to rates 
established ‘on the bases prescribed or approved,’ in the aforesaid 
report of April 5, 1927, said reference shall include rates prescribed 
or approved, and rates on bases prescribed or approved, in said nine- 
teenth supplemental report.’’ 

No. 13535 et al. Consolidated Southwestern cases, supplemental 
Fourth Section Order Nos. 9500 and 9600, Rates from, to, and between 
points in southwestern territory. Orders heretofore entered, includ- 
ing the before designated supplemental fourth section orders Nos. 
9500 and 9600, which by their present terms will become effective on 
February 10, 1934, so far as they require or pertain to the establish- 
ment and maintenance of rates described in amended order entered 
in these proceedings on July 10, 1933, and which by their present terms 
will become effective on March 10, 1934, so far as they require or 
pertain to the establishment and maintenance of rates on molasses 
and syrup, in carloads, from points in the Southwest to the Missouri 
River cities and to points in the western defined territories (all as 
heretofore defined in said proceedings), described in amended order 
entered in these proceedings on November 6, 1933, are further amended 
so that said orders shall to the extent indicated become effective on 
July 10, 1934, instead. 

No. 26271, Genfire Steel Co. (Tucson Steel Co., proprietor) 
vs. B. & A. et al. 
intervene. 

No, 26276, Chamber of Commerce of El Dorado, Ark., vs. C. R. 
I. & P. et al. Chamber of Commerce of Shreveport, La., permitted 
to intervene. 

No. 26281, A. N. Christenson et al. vs. A. T. & S. F. et al. 
clair Refining Co. permitted to intervene. 


Southwest 


et al. 
The Youngstown Sheet & Tube Co. permitted to 


Sin- 


PETITIONS FOR REHEARING, ETC. 


No, 23992, Michael Comella et al. vs. D. L. & W. et al. 
fendants ask for reargument before and/or reconsideration by full 
Commission. : 

_No. 24731, Hanna Manufacturing Co. vs. A. C. L. et al. Com- 
plainant asks for reargument and reconsideration before entire Com- 
mission. 

No. 26120, Bowman Dairy Co. vs. C. & N. W. et al. Complainant 
asks postponement of hearing on ground that the Commission is 
wholly without jurisdiction to proceed with the same at this time. 

No. 22109, In the matter of rates on sand, gravel, crushed stone, 
etc., within the state of South Carolina. A. C. L., C. & W. C., C. N. 
& L., Southern, S. A. L., Chesterfield & Lancaster, Carolina & North- 
western, Blue Ridge Railway, Charlotte, Monroe & Columbia, Marion 
& Southern, Raleigh & Charleston, and Northwestern Railroad of 
South Carolina, all of whom are respondents herein, ask for an in- 
terpretation and clarification of order of Commission entered herein, 
dated July 14, 1931 (177 I. C. C. 123), as subsequently postponed 
from time to time and reaffirmed by order dated November 7, 1933, 
so as to become effective on January 17, 1934. 





De- 


No. 25908, D. S. Keefe et al. vs. A. T. & S. F. et al. Complainants 
ask for consolidation of records in this proceeding and No. 22378, 


Romeo Stores Co. et al. vs. Union Pacific et al., and for further relief. 
1. & S. 3625, Sand, gravel, slag, stone and chert between points in 
southern territory. A. C. L, and other respondents ask for reopening 
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of this proceeding and for reconsideration and modification of repor 
and order, dated November 7, 1933. A 

No. 24375, Hygrade Food Products Corporation vs. A. T. & S. F 
et al. Complainant asks for hearing on amount of reparations ay 
for order requiring defendants to comply with Commission’s decision, 

Finance No. 4895, In re: Shamokin, Sunbury and Lewisburg 
bonds. Reading Co., applicant herein, asks the Commission to issue 
a supplemental order modifying the order entered under date of 
June 30, 1925, and supplemental orders entered under dates of Au. 
gust 3, 1932, and June 23, 1933, so as to permit it to pledge $6,0\j 
Shamokin Sunbury & Lewisburg second mortgage 5 per cent bonds 
with Central Hanover Bank & Trust Co., trustee. 

No. 24633, Vineland Farmers Exchange et al. vs. Pennsylvania ¢ 
al. Defendants ask for reopening and for reversal of decisions of 
division 4. 

No. 18482, Jackson Traffic Bureau vs. A. & V. et al. Complainants 
ask the Commission to reconsider the question of reparation. 

No. 17789, Missouri Gravel Co. vs. C. B. & Q. et al. and No. 24568, 
Missouri Gravel Co. vs. C. B. & Q. Missouri Gravel Co. asks recon. 
sideration and/or further consideration of petition heretofore filed 
for (1) reopening; (2) rehearing; (3) and/or further hearing; (4) 
reconsideration; and (5) modification of reports and orders in certain 
respects; and (6) reconsideration and setting aside of modifying orde, 
of July 29, 1933, in No. 24568, etc., by it. 

No. 17789, Missouri Gravel Co. vs. C. B. & Q. et al. Missouri 
Gravel Co. asks the Commission to make order of October 15, 1927, 
more definite, etc. 

No. 18770, Moline Consumers Co. vs. C. B. & Q. et al. Complain- 
ant asks for further consideration and/or reconsideration of petitions 
heretofore filed by it, for (1) reopening; (2) reconsideration; (3) modi- 
fication of report and order; and (4) further hearing. 


SANTA FE ABANDONMENT 


Examiner J. S. Prichard, in Finance No. 10149, A. T. & S. F. 
Ry. Co. proposed abandonment, has recommended that division 4 
permit the application to abandon a branch line extending from 
Seward, through Navina, to a point near Cashion, Okla., a dis- 
tance of 10.61 miles. Navina, a nonagency station with a popula- 
tion of fewer than 100 inhabitants, the examiner said, was the 
only town on the branch. The examiner said that it was obvious 
that the transportation needs of Navina were not sufficient to 
justify the retention of rail transportation facilities under the 
conditions shown in the report, among which was that $59,751 
would be needed to rehabilitate a part of the branch, east of 
Navina, which the protestants desired to have retained. 


COMMODITIES CLAUSE CASE 


A financial control which is “more than astonishing, espe- 
cially in the light of this defendant’s contention that it is an 
independent corporation,” was charged by Elmer B. Collins, 
special assistant to the United States Attorney General, in his 
opening statement at the trial of the so-called commodities 
clause case brought by the government, at the instance of the 
Commission, against the Elgin, Joliet and Eastern Railway, 
which began before Judge Charles E. Woodward, in the federal 
district court at Chicago, January 15. 

Testimony was taken all this week and is expected to be 
closed January 22 or 23, following which there will be conclud- 
ing arguments, for which it is estimated from one to two days 
will be required, with the possibility that there will be a recess 
of a day, or part of one, between conclusion of the testimony 
and the arguments. 

Mr. Collins is assisted in the prosecution by B. L. Smelker, 
attorney for the Commission. The interests of the defendant 
are being guarded by a battery of four lawyers. They are: 
Frank B. Kellogg, former Secretary of State; Nathan L. Miller, 
general counsel of the United States Steel Corporation; Charles 
S. Belsterling, of the legal staff of the Steel Corporation, and 
Kemper K. Knapp, general counsel of the E. J. & E. 

The proceeding is, as Mr. Collins stated, a sort of second 
chapter in a matter begun more than three years ago, when 
the original complaint was filed. Argument on a phase of the 
case was held before the same court in June, 1931 (see Traffic 
World, July 4, 1931, p. 22), since when an amended petition and 


answer have been filed. 


In substance, the government charges that the subsidiaries 
of the Steel Corporation, including the E. J. & E. and large 
manufacturing and shipping companies in the Chicago area, are 
operated simply as departments or divisions of one large busi- 
ness, that of Steel Corporation, and that, though the subsidiaries 
are separate entities in a corporate sense, in fact they are 
dominated completely by the owning company and the affairs 
of the subsidiaries and the Steel Corporation are intermingled 
in such way as to result in the performance of both shipper and 
carrier functions by a single authority, the thing at which the 
government contends the commodity clause was aimed. That 
clause (paragraph 8, section 1 of the act) forbids a railroad to 
transport the product or property of a company owned by the 
railroad. Materials or supplies used by the railroad in its 
capacity as a commen carrier and lumber and articles manu- 
factured from lumber are excepted. 

In United States against Reading Company (253 U. S. 26), 
however, the Supreme Court, in 1920, found against the de- 
fendant under conditions which the prosecution in this case 
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asserts parallel the relationship existing between the Steel Cor- 
poration and its subsidiaries. 

Mr. Knapp, who made the opening statement on behalf of 
the defendant, declared the case to be one of large importance, 
in and of itself, and of still greater importance as a test case. 
‘Ig the government wins this case it will revolutionize trans- 
portation in this country,” he averred. 

In the presentation of its case the government attempted 
to show that the real control and management of the railroad 
was exercised from New York by the officers of the Steel Cor- 
poration, which owns all of its stock. The owning company, it 
was said, at periodic intervals called meetings of the heads of 
all the subsidiaries, approved and disapproved of contracts and 
business agreements of the railroad; issued instructions as to 
the conduct of its affairs and received regular reports as to 
details of management not covered by contracts on which its 
approval must be received, and otherwise supervised and con- 
trolled the activities of the railroad. A large volume of cor- 
respondence, dating back to 1901, passed between officials of the 
railroad and of the Steel Corporation, and other papers, was 
introduced by the government through its witnesses, mainly 
officials of the defendant and its parent. Among other things, 
it was shown that requests for deposits, ranging from $500,000 
to $2,000,000, in the name of the Corporation in the Continental 
Illinois Bank, in Chicago, were received from time to time by 
the railroad; that intercorporate financial relations were han- 
dled through a clearance account, balanced monthly, in such 
way that, if one of the subsidiaries purchased from another, 
it was debited with the amount of the purchase and the other 
credited with that amount, without the exchange of money; 
that the “advance” account maintained with the Steel Cor- 
poration by the railroad, to which such deposits as it made to 
the account of the former were credited, along with other funds 
put at the disposal of the corporation, drew interest at a rate 
set by the Corporation; that officers and employes of the rail- 
road participated in a profit-sharing fund and pension fund set 
up by the Corporation, and that they had the same privileges 
with respect to the purchase of stock in the Steel Corporation as 
did the employes of the latter. 


In his statement outlining the defense of the railroad, Mr. 
Knapp drew a picture of the operations and functions of the 
railroad, and of the manufacturing subsidiaries in the Chicago 
area. It was a picture of “enormous” tonnages, the like of 
which, he said, existed nowhere else in the country in such a 
compact area. The E. J. & E., he pointed out, connected all 
these plants and gave them easy access to other parts of the 
country through connections with all of the trunk line railroads 
entering Chicago. It would be shown, he said, that the rail- 
road was operated as a separate entity and that it was in full 
control of its functions as a common carrier. It had been in 
existence before organization of the Steel Corporation and there 
were many other plants located on it, he explained. This was 
important, he insisted, because it indicated that if there were 
any domination or control over the affairs of the railroad, by 
the Corporation, such as to affect its conduct as a common Car- 
rier, it would have manifest itself long ago by “strong outcries” 
from those other shippers. 


Congress must have credit for knowing the English lan- 
guage, he held, and the situation under consideration did not 
come within that language; further, the history surrounding 
enactment of the Hepburn law, which contained the commodities 
clause, proved that it was not the intention to prohibit owner- 
ship of a railroad by an industry which desired “to get access 
to transportation,” and the Commission, itself, had, for twenty- 
five years, made no move to change that situation and had 
allowed the sale of securities to build railroads in the interest 
of an industry. s 

“The government asks the court to disregard the essential 
character of a corporate entity,” he said. Naturally, he said, 
the Steel Corporation had an “earnest” desire to help the rail- 
road to operate efficiently and satisfactorily, its interest being 
so largely involved. It had given the railroad much advice, 
out of its larger experience, he indicated, most of that of a 
financial and accounting nature, but had never interfered with 
its essential function. 

Considerable was made by the government of the fact that 
all contracts of the railroad for capital expenditures, in excess 
of ten thousand dollars, had to receive approval from the own- 
ing company, but it was brought out by the defense that, 
normally, capital expenditures were relatively small as com- 
pared to expenses of operation and maintenance, over which 
the Corporation exercised no jurisdiction. Further, as developed 
by T. E. Bond, vice president, E. J. & E., when on the stand, 
there was no attempt on the part of the Steel Corporation to 
interfere in the establishment of rates and divisions by the 
railroad, or with similar carrier functions. 

Methods followed by the railroad in making its purchases, 


The Traffic World 






PAGE 119 




































the sale of scrap iron and steel, and many other operations were 
gone into by both prosecution and defense—the prosecution 
attempting to establish an “intermingly” of the affairs of 
the subsidiaries and the Corporation, and the defense insisting 
that there was nothing other than usual and defensible business 
practice, as between autonomous organizations, involved. 

Witnesses called by the government included: W. J. Filbert, 
Gordon L. Edwards, and John B. Carse, respectively chairman 
of the finance committee, treasurer, and chairman of the pur- 
chasing committee of the Steel Corporation; Alexander F. Banks, 
former president of the E. J. & E., and Edward J. Beecroft, sec- 
retary-treasurer of the E. J. & E. 

Testimony on behalf of the E. J. & E. was begun January 
19, with the following witnesses: E. J. Buffington, former presi- 
dent of the Illinois Steel Company; Fred E. Chessman, chief 
clerk in the accounting department of the E. J. & E.; Charles 
H. Kenzel, purchasing agent of the E. J. & E.; Mr. Banks and 
Mr. Bond. 





M-K-T LOSES KANSAS TAX FIGHT 


The Supreme Court of the United States, on January 15, 
denied the application of the Missouri-Kansas-Texas Railroad 
Co. for a review of the judgment of the Circuit Court of Appeals 
for the tenth circuit in No. 626, M-K-T Railroad Co. vs. Walter 
Pleasant et al., tax commissioners of Kansas. The railroad 
company sought to prevent the collection of taxes on its 
property, levied for 1929 and 1930 on valuations of $24,057,559 
and $24,002,358, respectively, on an allegation that taxes on 
property in Kansas, other than the property of railroads, was 
collected on the basis of valuations of about 70 per cent of the 
full value while on railroad property the basis was full value. 
It lost in the lower court and sought a review by applying for 
a writ of certiorari, which was denied. 


TOLLS ON PIGEON RIVER 


It is not a violation of Article II of the Webster-Ashbur- 
ton treaty between the United States and Great Britain to 
collect tolls on pulp wood and other forest products using the 
facilities provided by a Minnesota corporation that make that 
sort of navigation possible around the cascades of Pigeon River, 
forming a part of the boundary between the United States and 
Canada between Lake Superior and Lake of the Woods. The 
Supreme Court of the United States, in an opinion by Chief 
Justice Hughes, has held on January 15, in No. 126, Pigeon River 
Improvement, Slide & Boom Co. vs. Charles W. Cox, Limited, 
a Canadian corporation, on appeal from the Circuit Court of 
Appeals. The Supreme Court reversed the judgment of the 
lower court which had sustained a demurrer, saying that the 
bill of complaint, which was for the collection of tolls on such 
traffic, should not have been dismissed. 

Chief Justice Hughes pointed out that the Supreme Court 
of Canada had sustained the validity of tolls charged by the 
Arrow River and Tributaries Boom & Slide Co., an Ontario 
corporation, which had been authorized tc improve the Arrow, 
a tributary of the Pigeon, and part of the Pigeon so as to afford 
transportation of the sort afforded by the Minnesota corpora- 
tion. The Chief Justice pointed out that the Canadian court 
had held that it was within the competency of the Ontario 
provincial legislature to authorize the improvement of the 
Canadian side of the waters forming the ‘boundary between the 
two countries and that neither signatory had suggested that 
the legislation authorizing the collection of tolls was violative 
of the treaty. He also drew attention to the fact that the 
Congress of the United States, on account of its interest in 
the Portage Indian Reservation in the lands on Pigeon River, 
by act in 1901, had given its consent to the improvement by the 
Minnesota corporation that sought to collect tolls from the 
Canadian corporation. One of the contentions was that the 
provision in the treaty for the “free and open” use of the 
waterways in existence when the treaty was made, in 1842, 
meant that tolls might not be imposed. The Chief Justice said 
that the phrase was ambiguous but he suggested an anomalous 
situation if on the Canadian side of the boundary waters tolls 
could be collected but not for the use of complementary im- 
provements on the . aited States side of the waterway. 


WADSWORTH ON I. C. COMMITTEE 


Representative Wadsworth, of New York, formerly United 
States senator from New York, Republican, has been made a 
member of the House committee on interstate and foreign com- 
merce, filling the vacancy caused by the death of Representative 
Parker, of New York, formerly chairman of the committee. 

At the meeting of the committee January 17, Chairman 
Rayburn paid tribute in a few words to Mr. Parker and ap- 
pointed a committee composed of Representatives Lea, Copper 
and Mapes to draft appropriate resolutions. 
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FRUIT.AND VEGETABLE SHIPPERS 


The unsettled state of affairs in the field of transportation 
was sharply reflected in the proceedings of the sixteenth an- 
nual business meeting of the American Fruit and Vegetable 
Shippers’ Association, at Chicago, January 16 to 19, inclusive. 
Numerous addresses on transportation subjects were included 
in the program of the four-day meeting and an extensive report 
of the traffic committee, containing recommendations with re- 
spect to transportation affairs affecting the industry, was ap- 
proved. 

Prominent in that report was the assertion that “excessively 
high freight rates now in effect are undoubtedly a serious han- 
dicap in the better distribution of our commodities.” Efforts 
to “secure a substantial reduction in the present adjustment” 
were urged. Hope was expressed, also, that a “much needed 
reduction” in refrigeration rates and charges would be volun- 
tarily accorded by the railroads. 


The report was submitted by E. A. Whiting, vice chairman 
of the committee, who is traffic manager, S. A. Gerrard Com- 
pany, Cincinnati. “In view of the dire need of the industry for 
a better adjustment of rail transportation rates’ it opposed, 
for the present, any regulation of the rates of water carriers 
and also recommended against requiring water carriers to se- 
cure certificates of convenience and necessity, presenting the 
view that any such action would simply further handicap the 
industry from a transportation point of view. It did, however, 
recommend that “vigorous efforts be put forth to get the gov- 
ernment to discontinue” its operations on the inland waterways. 

In a ‘brief reference to pooling of refrigerator cars, pre- 
sumed to be under consideration by the staff of Coordinator 
Eastman, the committee put itself on record as “unanimously 
favoring physical pooling of refrigerator cars with the under- 
standing that, coupled with this action, the carriers arrange to 
assign for long-haul handling of fresh fruits and vegetable 
traffic the best and most efficient refrigerator cars now in 
service.” 

Restriction in the existing rights of shippers to route cars, 
simplification of railroad freight tariffs, liberalization of de- 
murrage rules, and many similar matters were among the 
things dealt with in the report. Excerpts from the report 


follow: 


Your committee favors consolidation of fruit terminals, and when 
this is brought about that all carriers entering the same market be 
accorded the privelege of using the said joint terminal facilities on 
the basis of through rate. 

The committee is of a unit in declaring that railroad freight tar- 
iffs as a rule are sometimes next to impossible of correct interpre- 
tation. Some of them are related to a “‘Chinese puzzle’ because it 
is difficult either for the railroad patrons or the compilers of the 
tariff to announce with any degree of speed or accuracy the legal 
rate in effect. The committee unanimously recommend that the 
railroads, through their various tariff bureaus, set about simplifying 
their tariffs. oar 

We recommend that the Association favor uniformity of storage 
in transit charges within the same groups of states that compete 
in the distribution of specific commodities during the same seasons, 
and that these charges be on a reasonable basis in keeping with 
present day conditions. 

The matter of reconsigning rules and charges on fresh fruits 
and vegetables has again come prominently to the front and appar- 
ently is being agitated in all sections of the country. ... Your com- 
mittee has spent much time in discussing the various angles of this 
situation, and we have to recommend the following: 

That if the carriers insist upon limiting free diversions that the 
association is authorized to reach an understanding with the carriers 
that will enable our industry to secure uniformity for diversions with- 
out charge. 

The matter of circuitous handling of our commodities which are 
under reconsignment was also considered, and your committee is 
unanimous in its view that no further restrictions should be placed 
on marketing of our products, 

We also understand that the railroads are considering fixing rules 
and penalties that will prevent any escape through reconsigning 
privilege of legitimate demurrage charges. It is suggested that if the 
railroads prior to public hearing will arrange for conference with the 
association and representatives of our industry that we will endeavor 
to work out something that will prevent abuses of this character. 

We believe that carriers protective service should be restored as 
an alternative to heater service and recommend that an appeal be 
— to the Perishable Freight Committee for the restoration of this 
privilege. 

There has been no justifiable demand by the carriers within the 
past three years for prompt release of equipment, therefore, demur- 
rage as a penalty for use of equipment is no longer necessary. We 
believe that under these conditions carriers should liberalize average 
agreement rules, and recommend that Secretary take such action as 
is deemed necessary to secure the desired result. 


There was no specific comment in the report on the sub- 
ject of highway transportation, but the report of the transpor- 
tation committee of the brokers’ division of the association 
contained an “opinion that all common carriers engaged in the 
transportation of persons or property, whether the means of 
conveyance be steam, electric, motor vehicle, or otherwise, 
should be placed on a parity as to regulation of rates and re- 
quiring certificate of public convenience and necessity.” No 
definite recommendation on that score was made, however, in 
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view of the study of the situation which the committee said j 
understood was being made by the Coordinator. 


Refrigerator Car Pooling 


The meeting was addressed January 17 by Olin C. Cast 
director of the Coordinator’s division of car pooling, under th 
heading “Pooling of Refrigerator Cars.” He said he was ng 
at this time advocating any particular form of car pool, by 
outlined more or less at length considerations involved in dea). 
ing with the subject. Refrigerator cars, he said, must be treate; 
separately in any car pool that might be devised. 

“Not only is the refrigerator car of a special type,” h 
said, “but the commodities handled in these cars depend, fo 
their proper protection, upon an adequate supply of suitabk 
cars to a much greater extent than do the commodities handle 
in other classes of equipment. For this reason it would appear 
that the public has a more vital interest in any proposition 
which involves important changes in methods of operating re 
frigerator cars than it has in changes which affect other cars, 

Following an analysis of existing “pools” under the control 
of private companies and railroads, he said it had been esti. 
mated, he believed conservatively, that between 15,000 and 
20,000 refrigerator cars could be retired under efficient methods 
of operation, which would reduce the capital investment in re 
frigerator cars some $36,000,000. 

In part, he continued as follows: 


With a consolidation of ownership and a centralized control of 
maintenance and distribution, experience would determine both the 
necessity for continuing any special type in service, and the number 
of such types which could economically be operated. 

The pooling of existing refrigerators does not necessarily imply 
the indiscriminate use of equipment unsuited for any particular com- 
modity, nor the dilution of the supply of superior cars with the cars 
of old design or inferior condition. Under an efficiently operated pool, 
the different classes would be definitely marked and confined to the 
service for which they are adapted, with much less difficulty than 
attends the proper distribution of such cars today. 

There is another item of considerable importance to these shippers 
who rely upon refrigeration for the protection of their products en 
route. I refer to research work. 

The present system of car refrigeration, as it has been developed 
over a period of years, probably meets the requirements of volume 
movement better than any of the methods of more recent discovery 
which have been successfully applied to stationary plants and to some 
specialized transportation service. 

The field of mass transportation is not closed, however, to the 
introduction of improved methods. 

There is a definite trend toward types of refrigeration which will 
afford greater protection at lower cost. 

It is of the utmost importance to car owners and shippers alike 
that experimentation along these lines be conducted in an orderly 
and systematic manner to the end that the best methods may ulti- 
mately be available to all. Some companies now have research depart- 
ments and are undertaking to keep pace with progress in the art. 
Others are subject to the high-pressure salesmanship or the traffic 
influence of those who would force the introduction of various inno- 
vations and the construction of cars of special types, before the merits 
of the new devices have been tested. 

Granting that such methods may result in the development of 
some worth-while improvements, it is obvious that they are un- 
duly expensive and generally unsatisfactory. Further, this haphazard 
experimentation is not calculated to bring about the general adoption 
of even those devices which may prove their value by tests on the 
ears of any particular company. 


One of the functions of a pool would be the organization and 
maintenance of a research department. In such a laboratory new 
ideas would have scope for development along lines best suited to 
the orderly and uniform adoption of improved devices or methods, to 
best meet the requirements of general and special perishable traffic. 


In conclusion I would suggest that those who question the de- 
sirability or the practicability of a refrigerator car pool give con- 
sideration to the following questions: 

Would you advocate the dissolution of existing pools and the sub- 
stitution of a plan under which the various railroads serving origi- 
nating territory would each own and operate a separate fleet of re- 
a sufficient in number to protect the peak demands on each 
ine? 

Would the high character of service now provided by the re- 
sponsible refrigerator car lines be maintained by 100 or more inde- 
pendently operated lines handled as incidental to the general car 
distribution on the owning roads? 

Is it not fair to assume that under such a plan of operation a 
greater number of cars would be required, with a consequent in- 
crease in capital investment, additional maintenance costs and a con- 
siderable cross-haul of empty cars? 

Would shippers willingly absorb this additional transportation 
expense through increases in freight rates on perishable products? 

It is, of course, unthinkable that such a condition will be brought 
about. The railroads may seem slow at times in taking forward 
steps, but at least they do not go backwards very often. 

I merely present this exaggerated suggestion for the purpose of 
focusing your minds upon the possibilities for further progress, through 
the extension of a principle the soundness of which has already been 
demonstrated in practice and which I am sure you would not delib- 
erately discard, 





RAILROADS AND TAX BILL 


Protest against provisions in the tax bill pending be- 
fore the House committee on ways and means, relating to 
reduction of depreciation allowance, has been made to the 
committee by R. V. Fletcher, general counsel of the Ass0- 
ciation of Railway Executives. He said the bill as it stood, 
if enacted, would cost the railroads over $7,000,000 annually. 
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Loss and Damage Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1934, by West Publishing Co.) 
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LOSS OF OR INJURY TO GOODS 


(Supreme Court of Florida, Division A.) Portion of de- 
fendant railroad company’s plea, referring to state railroad 
commission’s rule requiring shipper to give two days’ notice 
of day on which he desires to ship fruit, held irrelevant in 
shipper’s action for negligent failure to transport loaded car 
of fruit. (Atlantic Coast Line R. Co. vs. Baynard, 151 So. Rep. 


- 


5.) 
Railroad company’s plea in shipper’s action for negligent 


failure to transport carload of fruit that plaintiff abandoned 
fruit and that defendant tried to reduce loss by selling it to 
best advantage and tendered proceeds to plaintiff held bad as 
interposing defense not responsive to case made by declaration. 
—Ibid. 





CARRIAGE OF LIVESTOCK 


(Court of Civil Appeals of Texas, Eastland.) Defining 
“proximate cause” as cause which directly produces injury and 
damages was incorrect as stating words were used in their 
ordinary sense. (Panhandle & S. F. Ry. Co. vs. Miller, 64 S. W. 
Rep. (2nd) 1076.) 

Defining “proximate cause” as cause which directly pro- 
duces damages and without which damages would not have 
happened and happening of which might reasonably have been 
contemplated as natural and probable consequence held not 
objectionable as failing to apply ordinary care to foreseeability 
and as ignoring causation and interruption of causation.—Ibid. 

Jury need not be instructed concerning meaning of terms 
proximate cause and new and independent cause in case sub- 
mitted upon special issues.—Ibid. 

Phrase “natural and probable consequence” is not legal 
term required to be defined by court when used in instruction, 
and forms no essential part of “proximate cause.”—Ibid. 

In suit for railroad’s negligent handling of shipment. of 
cattle, submitting issue regarding yearling alleged as skinned, 
bruised, mashed, and having bones broken, held not comment 
on weight of evidence by emphasizing plaintiff’s allegations, 
where necessary for identification.—Ibid. 

In suit for railroad’s negligent handling of cattle, admitting 
shipper’s testimony that railroad’s agent stated cattle could 
be shipped to destination without unloading ‘held error, in 
absence of showing such representation was within agent’s 
authority.—Ibid. 

Error in admitting shipper’s testimony that carrier’s agent 
stated cattle could be shipped to destination without unloading 
held harmless, where testimony was immaterial, since damage 
was claimed to have resulted from unloading.—lIbid. 

Where cattle damaged in shipment have market value, 
such value controls, and evidence of intrinsic value is inad- 
missible.—Ibid. 

Admitting shipper’s testimony regarding intrinsic value of 
cattle damaged in shipment held not error, where shipper, stat- 
ing cattle had market value at destination, later testified cattle 
had no market value at such place.—Ibid. 





Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1934, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Superior Court of Pennsylvania.) In proceeding to compel 
autobus carrier, whose certificate of public convenience had 
been canceled by Public Service Commission, to desist from 
operation until he received new certificate, commission could 
Consider such carrier’s statements in prior applications and 
Sworn testimony in support of applications, (Beatty vs. Public 
Service Commission, 169 Atl, Rep. 21.) 
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Evidence sustained finding that applicant for certificate of 
public convenience to operate autobus line had begun opera- 
tion as common carrier subsequent to effective date of Public 
Service Company Act, and that he could, therefore, not operate 
without -certificate.—Ibid. 

Desultory hiring, or use, of automobiles for transporting 
passengers by owner of automobile repairing and livery busi- 
ness, held not to make him “common carrier,” as respects 
requirement of certificate of public necessity.—lIbid. 

Reviewing court will not interfere with Public Service Com- 
mission’s findings based on adequate evidence, unless findings 
are unreasonable or contrary to law.—lIbid. 





(Superior Court of Pennsylvania.) Last tariff rate pub- 
lished as provided by law is legal rate and having satisfied 
every requirement of statute becomes collectible, suable rate 
until set aside by method provided in statute (66 PS, Sec.’493). 
(Manning et al. vs. Newville Water Co., 169 Atl. Rep. 254.) 

Power of Public Service Commission in proceeding on rate 
complaint is limited to question of reasonableness of rates at 
time of invertigation and to fixing and prescribing just and 
reasonable ra + for future (66 PS, Sec. 493).—Ibid. 

Cause of action for reparation on account of unjust and 
unreasonable rates does not accrue until effective date of order 
of commission declaring rates unreasonable (66 PS, Sec. 511). 
—Ibid. 

Cause of action must be complete before action can be com- 
menced and subsequent occurrence of material fact will not 
avail in maintaining it.—Ibid. 

Right of water users to recover reparation in accordance 
with order holding rates unreasonable, does not depend on their 
having signed original complaint against proposed rates (66 
PS, Sec. 511).—Ibid. 





(Supreme Court of California.) Evidence sustained finding 
of Railroad Commission that autotruck freight haulers who 
issued freight bills and standard bills of lading were operating 
as common carrier between fixed termini over regular route 
contrary to law, warranting order requiring haulers to cease 
such operations (Gen. Laws 1931, Act 5129, Sec. 1 (c). (George 
et al. vs. Railroad Commission et al., 27 Pac. Rep. (2nd) 375.) 


FIRST OF EASTMAN REPORTS 


The Commission is expected soon to make public the first 
of Coordinator Eastman’s reports to it, submitted about January 
10. It has been generally understood that the first of the reports 
was general in character as distinguished from the specific ones 
to be made later which will have to do with legislation, such as, 
for instance, enactment by Congress of provisions for the regu- 
lation of motor vehicles, their rates, fares and charges, for the 
regulation of carriers by water and carriers by air. Recom- 
mendations for legislation covering all phases of the problems 
faced by the railroads and problems faced by the Commission 
in dealing with the affairs of railroads come within the scope 
of the coordinator. But the legislation generally meant when 
the word legislation is used is that which pertains to the regu- 
lation of the carriers rather than legislation relating to finances, 
consolidations, holding companies and matters generally under 
the jurisdiction of division 4 of the Commission. 

Under the law the Commission is required to say what it 
thinks about the Eastman report. After that the report, with 
the Commission’s comments, goes to the President for trans- 
mission to Congress. 


ROOSEVELT AND LEGISLATION 


The Trafic World Washington Bureau 


A comprehensive discussion of the attitude the Roosevelt 
administration should take with regard to the regulation of 
agencies of transport that compete with the railroads, air, 
water and highway will take place at the White House some 
day next week. There was a little talk on the subject at the 
White House on January 16 after the meeting of the national 
council, of which Coordinator Eastman is a member, between 
President Roosevelt and Coordinator Eastman. In the course 
of that talk it developed that Coordinator Eastman was not 
now prepared to say what he thought about proposals to have 
the Commission made the body to regulate all agencies of trans- 
portation. 

It was then agreed that Coordinator Eastman should come 
back some time next week, on a day to be appointed, to talk 
over the whole subject. 

At the time the President and Mr. Eastman had their talk 
on January 16, it has been learned, President Roosevelt did 
not know whether he would favor legislation at this session for 
regulation of motor vehicles as proposed in the Rayburn bill. 
Introduction by Chairman Rayburn of the bill sponsored by state 
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RE-DOOR SERVICE—At all principal stations on its lines, the TRANSSHIPPING FACILITIES—Erie’s ship-side loading facilities 
now provides coordinated rail-truck pick-up and delivery service at New York, plus its vast fleet of floating equipment in New York 
ess-than-carload freight. Just phone your Erie agent . . . and Harbor and seven convenient freight stations on Manhattan, save time 
will handle the entire job, from your door to your consignee’s. for Erie shippers in this great market area. 
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clearances, Erie has the equipment to fill the bill. The big pres- cago, with facilities for handling more than 100 cars at one time, is 
e vessel above is typical of the “more-than-carload” shipments that within a half mile of the loop district. Here, as at all other Erie 
h their destination via Erie. terminals, your freight is kept “on the move.” 
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commissions and others was taken as having caused the Presi- 
dent to bring up the subject with the coordinator. 

It was made certain at the White House that the confer- 
ence which is to take place next week will cover all phases 
of the subject of regulation of agencies that compete with the 
railroads, including transportation through the Panama canal, 
which, in the eyes of President Roosevelt, competes with the 
railroads and must therefore be taken into consideration. 

Regulation of motor vehicles is part of the program an- 
nounced by Mr. Roosevelt in a speech at Salt Lake City, Utah, 
on September 17, 1932. (See Traffic World, September 24, 1932, 
p. 563.) Such regulation was the third point in his program. 

He said: “Third. I advocate the regulation by the Interstate 
Commerce Commission of competing motor carriers.” 


SPLAWN NOMINATION TO I. C. C. 


The Trafic World Washington Bureau 


Objection of organized railroad labor to confirmation of 
the nomination of Dr. W. M. W. Splawn to be a member of 
the Commission was formally withdrawn January 16 at the 
hearing held on the nomination by the Senate interstate com- 
merce committee. The hearing was not closed, however. Mem- 
bers of the committee not present had asked for an opportunity 
to be present and Chairman Dill said he would hold the matter 
open until a committee meeting on other matters had been 
held January 18. 

A letter from W. G. Williams, of Fort Worth, Tex., who 
described himself as a-petroleum engineer, opposing confirma- 
tion of the nomination because of the report made by Dr. Splawn 
on pipe lines to the House committee on interstate and foreign 
commerce, was read. In response to statements made in the 
letter, Dr. Splawn read the conclusions set forth in his pipe line 
report. Mr. Williams charged that Dr. Splawn’s mind was 
prejudiced in favor of conditions known by the industry to be 
entirely adverse to standards of fair competition, but Dr. Splawn 
asserted that he had an open mind on the subject of pipe lines 
and that he had pointed out the facts as they existed in that 
field. 

J. A. Farquharson, speaking for the twenty-one standard 
railroad labor organizations, said the rail labor organizations 
had agreed to oppose the nomination of Dr. Splawn because 
of the fact that as an arbitrator in the western railroad wage 
controversiy of 1927 he had signed a report adverse to the men. 
(See Traffic World, Jan. 13, p. 62.) On the basis of that action, 
letters and telegrams came to the committee and senators from 
railroad men opposing confirmation. The executive commit- 
tee representing the rail unions, however, later met and voted 
to withdraw opposition to confirmation. Asked why that was 


done, Mr. Farquharson said that the rail labor executives de- 
cided that, due to present conditions, it was better to cooperate 


than to oppose confirmation. He said the rail labor leaders 
realized that Dr. Splawn had ability and training for a place on 
the Commission. He said the objection to the nomination was 
based solely on the wage case referred to. 

Examination of Dr. Splawn revealed that he was opposed to 
the so-called Prince plan for creating seven or eight rail sys- 
tems in the country. The railroad brotherhoods are carrying 
on a fight against adoption of such a plan. Many of the 
economies claimed for the Prince plan, said Dr. Splawn, would 
result from suspension of operation of railroads that he be- 
lieved the country would require. He said the plan, economically 
and socially, was so revolutionary a proposal that he did not 
think it desirable or acceptable. He thought economies claimed 
for the plan had been overestimated. 

Asked by Chairman Dill as to attitude toward labor organi- 
zations, Dr. Splawn said his record on labor was well known. 
He said he was the nominee of the labor group for a place on 
the Texas commission in 1924; that he had stood for a minimum 
wage law; that in Austin, Tex., he had urged liberalization of 
franchises of utilities to protect the public interest. 

“I have absolute sympathy with the labor group,” said he, 
adding that he came from people who lived on the frontier all 
their days and that he knew first-hand the condition of people 
who toiled and what they were up against. 

Dr. Splawn reviewed his activities as outlined in The Traf- 
fic World last week. 

At the meeting of the committee January 18 nothing fur- 
ther developed with respect to Dr. Splawn’s nomination and 
the committee voted to report the nomination to the Senate for 
confirmation. 

Senator Hastings, of Delaware, referring to the action of 
the railroad unions first opposing the nomination and then 
withdrawing their opposition, remarked to the effect that or- 
ganizations should not stimulate opposition to an appointment 
and then change their position, as was done in this instance. 
He referred to telegrams from railroad local organizations 
opposing confirmation which had been sent as the result of the 
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original decision of the railroad unions to oppose the nom. 
ination, 


RAILROAD EARNINGS 


Operating revenues and operating expenses of class I steam 
railroads for November and the eleven months ended with 
November, 1933 and 1932, compiled from carrier reports by the 
Bureau of Statistics of the Commission follow: 


November 
1933 1932 


Average number of miles operated...... 240,187.71 241,622.55 


Revenues: 
DE. (oi; 1tcccosena nes cusaeaiwanen eee $209,911,876 
DE 6 pc cancmicaacaswnenecereeens *24,972,237 
Mail 


$203,065, 278 
724,859,073 


Cr 


AN other transportation... ...cccccsece 
RP rt me 
Joint facility—Cr. 
Joint facility—Dr. 194,301 

Railway operating revenues...... $257,675,681 


Rr arene eee 159,369 
$250, 743,761 
Expenses: 
Maintenance of way and structures..$ 26,070,888 
Maintenance of equipment........... 52,743,036 
Traffic 7,204,901 
Transportation 92,228,325 
Miscellaneous operations ..........+. 1,919,969 
General 11,880,486 
Transportation for investment—Cr... 223,122 
Railway operating expenses...... $191,824,483 


$ 26,012,791 
49,372,150 


ee 


11,851,027 
237,386 
$187, 695,866 


$ 63,047,895 
19,390,108 


9,140 

$ 43,578,647 
$ 7,144,180 
3,038,159 

$ 33,396,308 


74.86 


Net revenue from railway operations... .$ 65,851,198 
PEW TO DOCTRIIN «6 6.6:6.< 6:0:04.0-0:04.0600:0%6 17,581,294 
Uncollectible railway revenues........... 158,304 

Railway operating income........ $ 48,111,600 


Equipment rents—Dr. balance........... $ 7,420,386 
Joint facility rent—Dr. balance.......... 3,125,392 
Net railway operating income...$ 37,565,822 


Ratio of expenses to revenues (per cent) 74.44 
*Includes $1,141,366 sleeping and parlor car surcharge. 
tIncludes $1,223,462 sleeping and parlor car surcharge. 


Eleven Months 
1933 
240,824.53 


1932 

Average number of miles operated....... 241,703.24 

Revenues: 
EE bswitéccwereins sasacescde camel $2,301,068,363 
Passenger *300,030,198 
EE tears ee eare Sei mnye 82,489,786 
PEE Gtusidesnseededacensadseaeue 41,416,964 
All other transportation............ 66,216,817 
rrr er re 53,275,704 
A eS) 7,694,206 
POMKE TRCN EE. a o.00.cs cnicincceseasee 2,075,396 


Railway operating revenues.... 2,850,116,642 


Expenses: 

Maintenance of way and 

chet i MOT OTe 
Maintenance of equipment.......... 
Traffic 
Po re 
Miscellaneous operations ........... 
MEE. Abt etc ste rescausessaneusee's 
Transportation for investment—Cr. 


$2,262,864,022 
7346, 892,567 
87,480,076 
49,755,845 
72,234,139 
58,495,607 
8,270,046 
2,449,785 


2,883,542,517 


ee | 


299,295,181 
548,239,697 
78,535,540 
985,636,304 
21,365,992 
131,675,107 
2,510,438 


2,062,237,383 
787,879,259 


239,105,900 
1,052,622 


547,720,737 


78,334,712 
33,581,546 


435,804,479 


329,993,505 
568,490,433 
88,916,561 
1,065, 418,721 
25,599,457 
142,980,366 
3,895,131 


2,217,503,912 
666,038,605 
259,606, 209 
855,510 
405,576,886 
78,900,779 
32,663,322 


294,012,785 


Railway operating expenses.... 


Net revenue from railway operations... 
MOUWET THE DCOTUEB occ cs csccstesoess 
Uncollectible railway revenues......... 


Railway operating income...... 


Equipment rents—Dr. balance........... 
Joint facility rent—Dr. balance.......... 


Net railway operating income.. 


Ratio of expenses to revenues 
(per cent) 72.36 
*Includes $14,458,731 sleeping and parlor car surcharge. 
tIncludes $16,953,532 sleeping and parlor car surcharge. 


ey 


76.90 


HOUSE PASSES I. C. C. APPROPRIATIONS 


The House of Representatives has passed the independent 
offices appropriations bill carrying items totaling $5,430,970 for 
the Interstate Commerce Commission. The items received little 
attention from the members. Representative Cooper of Ohio 
inquired as to whether there had been any reduction in appro- 
priations for the locomotive inspection work of the Commis- 
sion and was assured that there had been no cut. Mr. Cooper 
was also curious about an appropriation of $1,052,000 for the 
valuation work of the Commission. After calling attention to 
the fact that Congress in the last ten years had authorized the 
expenditure of large amounts for valuation, he wanted to know 
why it was necessary to make an appropriation this year. Rep- 
resentative Woodrum of Virginia, in charge of the bill, said the 
money was needed to enable the Commission to keep its valua- 
tions current and that until Congress changed the law it would 
require something like $1,000,000 a year to keep valuations 
current, 





Janu 
—_—_ 


fm oO bp’ & 


~ *> |= eb 2 of OD 









January 20, 1934 


SURVEY of more than a hundred and fifty industrial 
A plants, warehouses, terminals, and freight depots shows 

that the use of hand lift trucks has reduced the cost of 
handling materials and commodities by from 40 to 60 per cent, 
on the average. In dollars and cents, the consensus among 
these establishments is that one of these modern substitutes for 
stevedore trucks and four-wheelers effects a net saving of about 
$100 a month. 

At one depot, where freight handling operations are similar 
and more or less comparable to those of the Boston and Maine 
at Holyoke, Mass., the Chesapeake and Ohio at Richmond, Va., 
the Southern Pacific at Oakland, Cal., the Detroit Railways at 
Detroit, and those at many other points, a saving of $4,800 
between April of one year and April of the next was made. 
Handling costs were reduced to 13 cents a ton. Flat stock, 
package, and case goods, castings and machine parts, sack goods 
of all kinds, and heavy pieces of equipment are handled with 
dispatch and safety on skid platforms or in bin superstructures. 

In the industrial plant, where the required handling service 
is naturally less 
varied in character, 
the savings are fre- 
quently much great- 
er. These savings 
and the handling 
services rendered 
are of especial con- 
cern to the transpor- 
tation companies, 
the latter setting ex- 
amples in econom- 
ical movement of 
materials that can 
often be followed in 
the freight shed and 
terminal warehouse 
to good advantage, 
and the former, ob- 
viously, exerting 
much influence on 
the amount of busi- 
ness obtained by the 
carriers. Individual 
installations in mills 
and factories where 
handling costs are 
carefully watched 
are of interest to 
the common carriers 
also, as establishing 
the conditions under 
which they can af- 
ford to adopt similar 
methods and practices in handling the freight consigned to their 
care, or, what is today probably nearer the truth, when they 
can no longer afford not to do so, 


Annual Returns of 400 and 1,500 Per Cent Upward 


The American Flier Manufacturing Company, of Chicago, 
one of the largest toy manufacturers in the world, makes use 
of eleven hand lift trucks and several hundred steel-bound skid- 
platforms. This equipment cost $3,179, but it actually saves, in 
the average year, more than $16,000. This is a net yield of 
almost 400 per cent per annum on the moderate investment 
entailed. 


The White Rock Distributor, Chicago, provides another 
typical and much more striking example of how valuable hand 
lift trucks may be in freight handling service. This concern 
employes five hand lift trucks and a couple of hundred skid- 
Platforms for moving the carboys and bottles from the bottling 
machines to storage and for loading platform service, moving 
cases in and out of storage. The hand lift trucks, with com- 
Plement of skid-platforms, which replaced a fleet of ordinary 
hand trucks, entailed an investment of $1,260. Records com- 
piled at the plant show that these lift trucks have effected a 
reduction in handling costs amounting to over $21,000 a year 
—better than a 1,500 per cent annual net yield on the investment. 

While part of this saving can, doubtless, be appraised as 
and credited to economies in plant operation, the fact remains 
that, in the subsequent distribution of the White Rock, between 
the bottling plant and the shelves of the retail merchants, 
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Hand Lift Trucks Cut Costs 


(By Reginald Trautschold, Consulting Engineer) 





The Illinois Central uses modern distribution methods in its shops. 
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there is the strong probability that the handlings of consign- 
ment by the carriers at various transfer points, loading and 
unloading, etc., are not consummated with anywhere the same 
dispatch and economy with which like undertakings are now 
discharged at the home plant. True, the same carefully planned 
facilities and refinements in materials-handling methods for 
specific classes of freight cannot be expected at wayside depots 
or in terminals through which miscellaneous freight must neces- 
sarily pass, but the shipper of the freight and the consignee of 
the merchandise carried by the transportation companies have a 
right to expect some improvement in freight movement methods 
and reduction in the handling costs by the carriers. 

The niceties of materials-handling may have to originate 
in the industrial plant and it may be that methods of transport- 
ing merchandise within limited confines, loading and unloading 
shipments, first become antiquated in mill and factory, yet the 
public carriers that persist in the retention of practices and 
methods of handling discarded by the shippers of the consign- 
ments as being too expensive and too slow are, to say the least, 

decidedly’ short- 
sighted. 


Resulting Decreases 
in Freight Ship- 
ments 


Such methods 
burden the ultimate 
consumer with. un- 
duly elevated retail 
prices and impose 
more or less resist- 
ance on trade activ- 
ity. This is espe- 
cially pronounced 
where such univer- 
sally adaptable and 
relatively inexpen- 
sive materials-han- 
dling tools as hand 
lift trucks and skid- 
platforms are _ con- 
cerned. Equipment 
of this class is well 
within the means of 
most, if not all, 
freight depots and 
its more general sub- 
stitution for steve- 
dore and other hand 
trucks would un- 
questionably effect 
substantial reduc- 
tions in much freight 
handling expense. 

That the situation is really acute is demonstrated with 
constantly increasing force by the amount of traffic lost to the 
carriers. The case of the White Rock concern will serve to 
substantiate this contention. 

By the substitution of hand lift trucks at the home plant 
of this concern for types of trucks still commonly employed 
by the carriers in handling White Rock consignments at many 
of the transfer points in the distribution of the shipments by 
freight, the bottlers save the neat sum of $21,000 a year. This 
saving was effected, moreover, in more limited handlings than 
are entailed in short haul shipments by freight. What more 
natural, then, that these relatively near-by deliveries be made 
by company owned trucks? The saving in freight charges— 
$21,000 plus the actual haulage expenses entailed and the 
profit accruing to the transportation companies for the costly 
service they would render—would suffice to maintain a fleet 
of several trucks for the delivering of White Rock to rela- 
tively near-by consignees. By so doing, considerable desirable 
business is deflected from the carriers that failed to keep their 
freight handling facilities and methods in line with present 
day demands. Multiply such developments many times and the 
prospects for those public freight carriers that do not make 
all possible use of such universally adaptable materials-han- 
dling tools as hand lift trucks do not appear especially bright. 


Confirming Evidence 


Yearly, almost daily, our mills and factories become more 
materials-handling conscious, more appreciative of the fact that 
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their efforts to hold down their operating costs by the adoption 
of modern materials-handling methods are meeting with resist- 
ance from the impost of quite unnecessarily high freight han- 
dling costs. Large and small producers feel the burden. The 
automotive industry and allied trades, probably the largest users 
of hand lift trucks, are traffic-wise and, on short hauls, avoid, 
so far as possible, dependence on shipment by rail, or even by 
water, 

Out in New London, Ohio, a manufacturer of concrete blocks 
employes a single hand lift truck with which he has succeeded 
in reducing his operating costs by $1,200 a year. The Planters 
Nut and Chocolate Company of Suffolk, Va., according to the 
Cost Accountant of the Company, saves $20,000 annually by 
using hand lift trucks, a large share of which saving is realized 
from loading its shipments directly into freight cars from its 
own shipping platform. 

The Wood and Grabbe Grain Company of Birmingham, Ala., 
saves close to $3,600 a year with hand lift trucks, while the 
Massachusetts Box Company of Phillipsdale, R. I., reports a 
saving of at least $100 a month by unloading stock from freight 
cars and moving it about the mill with these useful materials- 










































































Orderly arrangement of freight permits speedy distribution by 
hand lift trucks. 


handling tools. The Beech Nut Packing Company claims a 
net yearly saving of $4,800 at its Canajorie, N. Y., plant. 

The Strom Ball Bearing Manufacturing Company of Chi- 
cago says: 

We estimate that our direct savings which accrue from the 
more rapid handling and the increased amount of work transported 
per load amounts to $1,000 a year. This amount, in addition to an- 
other probable $800 saved by the use of the high wheel trucks over 
the old four wheel platform push trucks, makes a very nice saving. 

The cost of upkeep has been practically nothing, as we have 
had no repairs to make and beyond a few minutes spent by the 
oiler with his grease gun once a month, they (hand lift trucks) have 
required no attention whatsoever. 

The Herpicide Company, Detroit, Mich., comments in much 
the same way, stating: 

Before the adoption of our present system, at least one day 
was required to handle a carload of Herpicide—now it can be done 
(with the aid of hand lift trucks) in two or three hours. 

These experiences and thousands more with the same 
adaptable hand lift truck units in service at large and small 
industrial plants have probably done more to awaken our manu- 
facturing industries to a realization of the high cost of freight 
handling and to the heavy burden it places on the marketing 
of all classes of merchandise than has any other development 
of recent years. The wide use of hand lift trucks was forced 
on the industrial plants by keen trade competition. The mills 
and factories had to invest in the units in order to hold their 
business. Much the same situation confronts the carriers at 
present, if they are to meet the ever-increasing demands for 
better and cheaper freight service. 


REMOVAL OF GRADE CROSSINGS 


Senator Fess, of Ohio, had published in the Congressional 
Record of January 15 a letter sent by W. A. Fritz, president of 
the Fritz-Rumer-Cooke Co., to the Columbus (O.) Evening Dis- 
patch, urging use of public funds for separation of railroad 
grade crossings, and favorable comment on the letter made by 
the Dispatch. 
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REDUCED PASSENGER FARES 


Authority has been given to the Norfolk & Western to es 
tablish passenger fares over its whole system, on five day’; 
notice but not before February 1, on the basis of three cents 
a mile for passengers in sleeping or parlor cars and 2 cents , 
mile in coaches. (See Traffic World, Jan. 13, p. 71.) 

By arranging to have the new basis go into effect no 
before February 1 the Norfolk and Western gives other Official 
Territory lines opportunity. to meet the new basis or to request 
suspension of its tariffs if they are disposed to resist this first 
notable departure in Official Territory from the basis of 34 
cents a mile for all passengers whether in sleeping cars or 
coaches, plus a surcharge for those desiring sleeping or parlor 
car accommodations. 

The Commission, in No. 11703, in the matter of intrastate 
rates within the state of Illinois, on application of the Louis. 
ville & Nashville has further suspended its order of November 


13, 1920, until May 31, 1934, in so far as it applies to trans. § 


portation of passengers in intrastate commerce in Illinois. The 
suspension was requested so as to enable the applicant to put 
into effect its reduced basis of passenger fares. 

Similar action has been taken by the Commission in No, 
12214, surcharges for transportation of passengers in sleeping 
or parlor cars between points in the state of Alabama, as to 
its order of June 14, 1921. Like action has been taken in No. 
13412, surcharge for transportation of passengers in sleeping or 
parlor cars between points in the state of Georgia, as to the 
Commission’s order in that case dated July 11, 1922. 

At the monthly meeting of the Eastern Presidents’ Confer. 
ence, in New York January 18, it was decided to postpone action 
on the question of reducing passenger fares on railroads in 
Eastern Territory until March 10. 


RAILROAD CONSOLIDATION CONFERENCE 


A Shippers’ Conference on Railroad Consolidations has been 
formed, with, at present, about fifty members drawn from 
among industrial and commercial traffic managers and others 
interested in the subject from the shipper’s point of view. 
Charles J. Fagg, of the Newark, N. J., Chamber of Commerce, 
is chairman of the new organization, and A. C. Welsh, of the 
Brooklyn Chamber of Commerce, is secretary. 

The sole purpose of the new organization, it is stated, is 
to make an analysis of various consolidation proposals and 
thoroughly to canvass arguments both for and against such 
proposals, with the interest of the shipper in mind. 

Activities of the organization will be under the direction 
of a steering committee, now composed as follows: F. W. Bur- 
ton, manager of transportation, Rochester Chamber of Com- 
merce, Rochester, N. Y.; H. J. Wagner, transportation commis- 
sioner, Norfolk Transportation Commission, Norfolk, Va.; Chas. 
R. Seal, transportation commissioner, Association of Commerce, 
Baltimore, Md.; Sam H. Williams, transportation commissioner, 
Philadelphia Chamber of Commerce, Philadelphia, Pa.; Edw. 
S. Gubernator, general traffic manager, Lehigh Portland Cement 
Company, Allentown, Pa.; John P. Magill, executive manager, 
Maritime Association of New York, N. Y. 


RAIL PENSION BILLS 

Chairman Dill, of the Senate interstate commerce commit- 
tee, has appointed a subcommittee, composed of Senators Bark- 
ley, Wheeler, Wagner, Hatfield and Hastings, to consider rail 
pension bills (S. 817 and S. 1529), introduced by Senators Wag- 
ner and Hatfield. The chairman said the subcommittee prob- 
ably would await a report from Coordinator Eastman on the 
subject of pensions before taking up the bills. 


PENNSYLVANIA RESTORES SERVICE 


Business conditions have improved to warrant the reestab- 
lishment of two Pennsylvania passenger trains serving Chi- 
cago, it is announced today by Vice-President H. E. Newcomet. 
These trains, the Louisville Night Express and the Chicago 
Night Express, operating in the Chicago-Indianapolis-Louisville 
over-night service and consolidated with other trains as al 
economy measure, will again be scheduled as separate trains, 
effective Sunday, Jan. 14. 

Faster over-night service from Columbus, Ohio, to Chicago 
on The Metropolitan of the Pennsylvania also was announced by 
Vice-President Newcomet. Leaving Columbus at 11:55 p. m., as 
now, this train will arrive in Chicago at 7:15 a. m., 25 minutes 
earlier than on its present schedule. 


CAPPER ON I. C. COMMITTEE 


Senator Capper, of Kansas, has been made a member of 
the Senate interstate commerce committee. 
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Ocean Shipping News 





OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


T the request of five commercial groups, a public hearing 
A is to be held at the headquarters of the Port of New York 
Authority January 31 to consider the desirability and form of 
proposed uniform port regulations to govern free storage time 
on steamship piers in the Port of New York district. The 
request was made by the Warehousemen’s Association of the 
Port of New York, Merchant Truckmen’s Bureau of New York, 
Maritime Association of the Port of New York, Hoboken Dock 
Company, and the Trans-Atlantic Steamship Conference. The 
following items will be considered: Evidence of the necessity of 
uniform mandatory regulations; evidence of detriment to the 
commerce and navigation of the port through absence of such 
regulations by reason of increased cost to steamship companies, 
congestion on piers, delays to truckmen and shippers or other 
causes; evidence of the situation with respect to free time 
allowances at other ports in the United States and Canada with 
which the Port of New York is in competition; evidence with 
respect to voluntary agreements among steamship companies 
or contractual agreements incorporated in pier leases or exist- 
ing rules and regulations now enforced or capable of enforce- 
ment by municipal, state or federal agencies on this subject 
within the Port of New York; proposals with respect to the 
nature of uniform port regulations on free storage time, includ- 
ing the duration of such free period, amount of penalty charges 
thereafter, etc.; opinions as to the advisable scope of such 
regulations, whether they should be applicable solely to lines 
handling import and export commerce or should apply also to 
intercoastal, coastwise, sound and river lines, and proposals 
with respect to enforcement of uniform port regulations includ- 
ing penalties, enforcement agency or agencies, and source of 
funds for enforcement. 

The board of directors of the Maritime Association of the 
Port of New York has authorized the appointment of a commit- 
tee to cooperate with Mayor La Guardia in his recently an- 
nounced policy of seeking the adjustment of pier rentals to an 
equitable basis and the elimination of the practice of leasing 
piers for speculative purposes. The committee will also take 
under consideration the establishment of a free trade zone in 
the port, which is also favored by the mayor. The association 
adopted a resolution declaring that it be its policy to recom- 
mend regulatory legislation for all forms of land, air and water 
transportation. 


Vessels entering and clearing in foreign trade at the Port 
of New York showed gains in both numbers and tonnage in 
December as compared with November, according to statistics 
compiled by the marine division of the office of the Collector 
of the Port. The intercoastal trade showed a gain in entrances 
but a slight decline in clearances, while coastwise trade slack- 
ened considerably. 

In spite of a rather short list of fixtures in the full cargo 
market in the last week the outlook for the immediate future 
appears good, with rates showing a firming tendency and ton- 
nage none too plentiful. No fixtures of grain cargoes were 
recorded but additional business is understood to be available. 
The West Indies time charter trade reflected an unusually good 
tone, in spite of the unrest in Cuba, and other divisions ex- 
perienced fair activity. 

Among the trans-Atlantic sugar cargoes was a steamer of 
1,167 net tons from Santo Domingo to United Kingdom or Havre- 
Hamburg range, done on the basis of 14s 6d, with option of 
Bordeux discharge at 15s 3d for late January loading. Another 
steamer was engaged for a sugar cargo from Santo Domingo to 
St. John, N. B., at 15s for early February. 

In addition to the sizable list of West Indies time charters 
there were several vessels engaged for longer voyages. One of 
these, 2,241 net tons, was taken for a round trip in the trans- 
Atlantic trade, delivery, Tyne, redelivery United Kingdom-Con- 
tinent via the Gulf, at 70 cents for prompt loading. Another was 
a vessel of 2,350 tons for the West Indies, redelivery United 
Kingdom via the north Pacific coast, also prompt. It was 
reported that a 2,669-ton steamer was engaged for a round 
trip in the west coast of South America trade for nitrate from 
Chile to north of Hatteras, by one of the regular berth opera- 
tors in the trade. 

Fixture of a lumber cargo in a 9,000-ton steamer from the 
Gulf to South Africa for February was also reported. There 











were no coal fixtures and interest in this division continued dull. 
A recent inquiry for coal tonnage for the Plate was placed for 
Welsh coal due to a lack of spot tonnage on this side. 

Although fixtures of tankers for long voyages were few in 
number, demand was active for prompt tonnage in the gulf- 
north of Hatteras trade for both clean and dirty cargoes. The 
only long voyage of interest was that of a 4,729-ton tanker from 
California to north China, clean, for February loading, terms 
private. 


OCEAN SHIPPING CODE 
The Trafic World Washington Bureau 


Hearing on the revised general shipping code which has been 
drafted after two months of negotiations with steamship opera- 
tors by National Recovery Administration officials will be held 
January 31. The original code was the subject of a hearing held 
November 9, 1933. One of the principal changes made in the 
code relates to inclusion of provisions setting up a national ship- 
ping labor board both for the general code and the divisional 
codes to come under the master measure. These boards, accord- 
ing to the NRA announcement, will have equal representation 
from industry and labor with an impartial chairman. Two divi- 
sional boards also will be set up, for conciliation of labor dis- 
putes, one for shore labor and the other for officers and unlicensed 
members of crews. 

The code also provides for a general shipping council, made 
up of three members, to be appointed by the President from 
members of the industry. It will have the duty of observing the 
operation of the codes and to act in an advisory capacity to the 
industry and to the administration. This council will act in a 
general advisory capacity with the code authority. The code 
also provides that provisions fixing minimum rates of pay, hours 
of labor and conditions of employment on American vessels shall 
be inserted in each division and subdivision codes and made ap- 
plicable to the regional operations. The code sets forth a gen- 
eral pay schedule which will be modified according to divisions. 
It is provided that the sailors, firemen, oilers and watertenders of 
seagoing vessels shall, while at sea, be divided into three 
watches. No overtime shall be paid in any department; nor shall 
workaways be carried to the exclusion of members of the crew. 

The revised code makes miner changes in wage scales for 
clerical and office employes, and divides the members of the 
industry into four groups. Group I includes vessels operating 
in foreign trade, group II those plying inland waterways, group 
III local service vessels, such as towboats and barges, and group 
IV deals with employers connected with transportation by water, 
such as freight forwarders, custom house, freight and chartering 
brokers, operators of water terminal facilities and contracting 
stevedores. 


CONFERENCE STEAMSHIP RATES 


Manufacturers and shippers of the central west were urged 
to refuse to sign contracts with conference steamship lines 
serving the Atlantic seaboard on export traffic at a meeting of 
the foreign trade committee of the Illinois Manufacturers’ As- 
sociation, in Chicago, January 12. The step was occasioned 
by the recent action of the North Atlantic, United Kingdom, and 
Continental conferences providing that contract rates would be 
granted to shippers only where they agreed to make one 
hundred per cent of their shipments to foreign countries served 
by the conference lines by those lines. A similar stipulation 
has been contained in the conference contracts for several years, 
but according to Charles E. Herrick,, chairman of the foreign 
trade committee, it has previously applied only to shipments 
moving from Atlantic seaboard ports, but has now been ex- 
tended to include shipments moving direct from ports on the 
Great Lakes. He said the move on the part of the conferences 
was a direct threat at maintenance of foreign services that had 
been established between the lake ports and foreign countries 
in the last year, as well as at establishment of any new services. 

A report submitted at the meeting pointed out that Chicago 
and other lake ports had the benefit of direct sailings to Euro- 
pean countries for merchandise and package shipments last year 
for the first time. There were eighteen scheduled sailings out 
of Chicago, it was said, with more than $5,000,000 worth of 
merchandise moving out that way to foreign countries. The value 
of shipments from Milwaukee direct to foreign ports was put at 
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more than $2,000,000. Automobiles, machinery, packing house 
products, glucose, radios, refrigerators, and cereals were among 
the commodities shipped in the new services, it was shown. 

The contract rates made by the conference lines, it was 
explained, are, in some instances, not more than fifty per cent 
of the so-called “normal” rates that will apply, under the con- 
ference rulings, if the “100 per cent” stipulation in the contracts 
is violated. 

“The conferences are reaching out farther and farther in 
their effort to control the traffic,’ Mr. Herrick said. “Unless 
something is done to break up these trusts it will be impos- 
sible for the lake shipper to get the benefit of these direct 
foreign services out of the lake ports.” 


WATER CARRIER AGREEMENTS 


The following agreements, modifications and cancellations 
of agreements, filed in compliance with section 15 of the ship- 
ping act, 1916, as amended, have been approved by the Depart- 
ment of commerce: 


Agreements Approved 


Conference No. 226: Agreement to quote uniform rates for trans- 
portation from United States Gulf ports to West Coast of Italy and 
French Mediterranean ports on commodities on which rates are de- 
clared open by Gulf/Mediterranean Ports Conference. The parties 
further agree to apportion cargo and adjust sailings. 

2489—Between American Hawaiian Steamship Company and Car- 
riso, Inc. (Flood Lines, Inc.)—Covers through transportation of cargo 
from U. S. Atlantic Coast to South Sea Islands and Australia, with 
transshipment at San Francisco. 

2630—Between Dollar Steamship Lines, Inc., Ltd., and “Italia’’ Flotte 
Riunite Cosulich, Lloyd Sabaudo, Navigazione Generale (Italian Line) 
—Covers through booking of passengers between San Francisco and 
Los Angeles Harbor and the Azores, Lisbon, Gibraltar, Cannes, Paler- 
mo, Naples, Villefranche, Patras, Ragusa, Genoa and Trieste, with 
interchange at New York or transfer at New York and Boston. 

2646—Between American Line Steamship Corporation and Oceanic 
Steam Navigation Company: The parties by this agreement provide 
for the through transportation of canned goods, dried fruit, beans, 
peas and rice from designated U. S. Pacific coast ports to Halifax, 
N. S., with transshipment at New York. 


2647—American Line Steamship orporation with Ellerman & Buck- 
nall Steamship Company, Ltd.: The parties by this agreement pro- 
vide for the through transportation of shipments from specified U. S. 
Pacific Coast ports to Colombo, Ceylon, and Bombay, Calcutta, 
— Madras and Rangoon, India, with transshipment at New 

ork. 

2656—Between American Line Steamship Corporation and Ber- 
muda & West Indies Steamship Company, Ltd. The parties by this 
agreement provide for the through transportation of canned goods 
and dried fruit from specified U. S. Pacific coast ports to Halifax, 
z- _ St. Johns, N. F., and St. Pierre, with transshipment at New 

ork. 

2675—Between American Line Steamship Corporation and Isthmian 
Steamship Company: The parties by this agreement provide for the 
through transportation of merchandise from designated U. S. Pacific 
coast ports to Bombay, Calcutta, Madras and Karachi, India, with 
transshipment at New York. 

2683—Between American Pioneer Line (Roosevelt Steamship Co., 
Inc., Managing Operators) and Bull Insular Line, Inc.—Covers through 
shipments of Manila rope from Manila, P. I., to Puerto Rfco and 
Dominican Republic, with transshipment at New York. 

2685—Btween Kokusai Kisen Kabushiki Kaisha and the New 
York and Porto Rico Steamship Company: This agreement provides 
for through transportation of general cargo, with the exception of 
porcelainware, chinaware, crockery, earthenware and toys, from 
specified Japanese ports to designated Puerto Rican ports, with trans- 
shipment at New York. 

2686—Between Kokusai Kisen Kabushiki Kaisha and the New 
York and Porto Rico Steamship Company: The parties by this 
agreement provide for through shipments of toys, porcelainware, 
earthenware, crockery and chinaware from specified Japanese ports 
to designated Puerto Rican ports, with transshipment at New York. 

2689—Between the New York and Porto Rico Steamship Company 
and Canadian National (West Indies) Steamships, Limited: The par- 
ties by this agreement provide for the through transportation of 
barrel and box shooks from New Orleans to Barbados, Trinidad and 
British Guiana, with transshipment at San Juan, Puerto Rico. 

2690—Between the New York and Porto Rico Steamship Company 
and Canadian National (West Indies) Steamships, Limited: The par- 
ties by this agreement provide for the through transportation of 
Kerosene and lubricating oil from New Orleans to Martinique, Guade- 
loupe, Barbados, Trinidad, and British Guiana, with transshipment 
at San Juan, Puerto Rico. 


2694—Between Wilh. Wilhelmsen (Wilhelmsen Line) and Aktiebol- 
aget Svenska Amerika Mexiko Linien (Swedish America Mexico Line): 
The parties by this arrangement agree to use uniform bills of lading 
and booking notes and maintain the same rates in the trade from 
Tampico and Vera Cruz, Mexico, to New Orleans and agree to employ 
the same agents at such ports of loading and discharge. 

2695—Between Luckenbach Steamship Company, Inc., and Com- 
pagnie Maritime Belge (Lloyd Royal), S. A.: Covering through trans- 
portation of cargo from United States Pacific coast ports to Antwerp, 
Belgium, with transshipment at New York. 

2696—Between Luckenbach Steamship Company, Inc., and the 
Cunard Steam Ship Company, Ltd., provides for transportation of 
canned goods on through bills of lading from U. S. Pacific coast to 
Gibraltar, with transshipment at New York and London or Liverpool. 

2706—Between Dollar Steamship Lines, Inc., Ltd., and The Cunard 
Steamship Co., Ltd. (Anchor Line): Provides for transportation of 
passengers between San Francisco and Los Angeles Harbor and Lon- 
donderry, Belfast and Glasgow, with interchange at New York or 
transfer at New York and Boston. 

2707—Between Dollar Steamship Lines, Inc., Ltd., and The Cunard 
Steamship Co., Ltd. (Cunard Line): Provides for transportation of 
passengers between San Francisco and Los Angeles Harbor and 
Cherbourg, Southampton, Plymouth, Havre, London, Galway, Cobh 
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and Liverpool, with interchange at New York or transfer at New 
York, Boston, Halifax, Montreal and Quebec. 

2708—Between Dollar Steamship Lines, Inc., Ltd., and The Export 
Steamship Corporation: Provides for transportation of passengers be. 
tween San Francisco and Los Angeles Harbor and Gibraltar, Palma, 
Marseilles, Naples, Alexandria, Jaffa, Haifa and Beirut, with inter. 
change at New York. 


Agreements Modified 


Conference No. 6608: Modification of agreement of the Associated 
Steamship Lines Conference of Manila prohibiting member lines from 
making agreements or contracts with shippers on any commodity in 
respect to which the Association, as a body, is negotiating with 
shippers, unless the agreement or contract by the individual line pro. 
vides that shipments thereunder are to be on the basis of conference 
rates, terms, and conditions when agreed upon. : 

Conference No. 131-33: Records agreement of member lines of 
Trans-Pacific Passenger Conference in respect to form of notice of 
cancellation of sub-agencies. 

Conference No. 131-34: Modification of agreement of Trans-Pa. 
cific Passenger Conference recording agreement of lines in respect 
to the bases for declaring subagencies in default, and providing for 
reinstatement of defaulted sug-agency only by unanimous agreement 
of the parties and provided all claims are settled in full. 

Conference No. 228-1: Modification of West Indies Cruise Agree. 
ment changing total number of cruises to be operated thereunder 
from 58 to 64; eliminating from said agreement apportionment of 3 
sailings to Anchor Line and increasing Cunard Line’s apportionment 
thereunder from 8 fo 17. 

Conference No. 229-1: Reduces the total number of cruises under 
the Nassau-Havana agreement from 32 to 26 and reduces apportion- 
ment of Cunard Line thereunder from 8 to 2. 


Agreements Canceled 

1058-C—Between Pacific-Atlantic Steamship Company (Quaker 
Line) and Tacoma-Oriental Steamship Company: Cancels agreement 
between the above named carriers covering the through transporta- 
tion of shipments from Atlantic coast loading ports of Quaker Line 
to Seattle, Tacoma, and Vancouver, with transshipment at Cali- 
fornia ports. 

1295-C—Between Nelson Steamship Company and Los Angeles 
Steamship Company: Cancels agreement between the above named 
carriers covering through transportation of shipments of denatured 
alcohol from Hawaiian ports to United States Atlantic ports, and 
chemicals to denature alcohol, from United States Atlantic ports to 
Hawaiian ports, with transshipment in each instance at Los Angeles, 


SAN DIEGO HARBOR 


Secretary of War Dern has transmitted to Congress a report 
of the chief of engineers recommending further improvement 
of San Diego Harbor, Calif., by widening the bay channel to 
2,200 feet, with a depth of 35 feet, at an estimated cost of 
$1,800,000, with $5,000 annually for maintenance in addition to 
that now required. 


BOSTON ARMY BASE REPAIRS 


The Merchant Fleet Corporation is making repairs to two 
electrically operated gantry cranes at the Shipping Board Boston 
(Mass.) terminal property, which is under lease to the Boston 
Tidewater Terminal, Inc., as the result of agitation on the part 
of port interests, including the Boston Maritime Association, that 
the cranes should be put in shape for operation to permit their 


use in handling scrap iron for export. There was delay with 
respect to the situation on account of a difference of opinion 
between the lessee of the terminal property and the government 
as to who should make the repairs. The Shipping Board authori- 
ties finally decided to make the repairs for the account of the 
lessee. 


OCEAN CARRIER BILLS 


Senator Copeland, of New York, and Representative Oliver, 
of New York, have introduced S. 2116 and H. R. 6688, respec- 
tively, to amend section 2 of the act of February 13, 1893, with 
respect to matter that may not be inserted in bills of lading or 
shipping documents covering transportation of goods between 
ports of the United States and foreign ports. 

Senator Fletcher, of Florida, has introduced S. 2230, a bill 
to amend section 23 of the merchant marine act of 1920 with 
respect to income tax deductions allowed owners of American 
vessels. 


DETROIT AND SHIP CONTRACTS 


The Detroit Board of Commerce has asked the Department 
of Commerce Shipping Board Bureau to disapprove any steam- 
ship conference contract or agreement “if such contracts or 
agreements operate to nullify the good effect of the monetary 
policy of the United States.” It has also asked the bureau to 
disapprove any contract or agreement if such contract or agree 
ment operates to restrict the foreign commerce of the Great 
Lakes ports and to disapprove especially any steamship con 
ference contract limiting contract rates to merchants not movilg 
their goods via other vessels. 

The petitions were sent to Secretary Roper. 
of them, the Detroit organization said: 


In explanation 


We are opposed to the principles contained in the North Atlantic 
conference contracts whereby the conference lines seek to restrict 
the trade operating from ports which:they do not serve. The con- 
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tracts to which we refer provide that if shippers wish to obtain 
so-called “contract rates” they are required to refrain from using the 
direct steamer services from Great Lakes ports. Where shippers in 
Detroit and other cities in the Great Lakes area wish to avail them- 
selves of the lower contract rates offered by the Conferences they 
must agree that all of their shipments will be sent forward on such 
conference vessels, and no shipment can be made by a direct steamer 
from any Great Lakes port. 

We do not challenge the right under the control of the Shipping 
Board of the conference lines to group themselves into a rate making 
pody in so far as services from ports which they serve are concerned, 
put we do challenge their attempt to control shipments by direct 
services from the Great Lakes ports, especially in view of the fact 
that they themselves furnish no such service, nor to our knowledge 
do they contemplate any except in the form of “fighting ship’ opera- 
tions ew intended to destroy the individual direct services 

m the lakes. , 

” The performance of, and the experience gained from operations of 
regular cargo vessels from lake ports to overseas destinations during 
the season of 1933, has demonstrated that this form of transporta- 
tion is capable of further substantial development, as is indicated by 
the fact that following eighteen regular advertised sailings made by 
one line in 1933, this same line is advertising sailings every week dur- 
ing the season of navigation in 1934 from Detroit, Chicago and Mil- 
waukee to United Kingdom and continental ports. 

These services which have been established between the Great 
Lakes ports and foreign destinations must not be allowed to be 
destroyed by the North Atlantic conference lines which do not 
operate services from the Great Lakes ports, nes 

We also respectfully call the attention of the Shipping Board 
Bureau to the conference contract clause requiring adjustment of 
contract rates and conditions in case of ‘‘serious exchange fluctuations, 
charge of gold content of the dollar, a regulation passed by govern- 
ment authority affecting the operations of the parties.” 

“Serious exchange fluctuations’ have existed for the last several 
years, but inasmuch as the exchange was to the detriment of the 
United States, foreign flag lines did not bind themselves or offer to 
make adjustment in contract rates. 

The majority of the lines which are members of the North 
Atlantic conferences are foreign, principally British, French, German, 
Scandinavian, Italian and Spanish. These operators now seek to 
protect themselves against exchange fluctuations or the change in 
the gold content of the dollar which may be brought about by the 
monetary policy of our government. : 

One of the objects that our government had in suspending gold 
payments and thereby depreciating the dollar in terms of foreign 
currency was to neutralize the exchange handicap which has curtailed 
our foreign trade and the operations of the United States merchant 
marine. The clause of the conference contracts to which we refer 
would nullify the good effect of the administration’s monetary policy 
and restore the unfair advantages to foreign competitors over United 
States exporters and steamship operators. 


ST, LAWRENCE CANAL DEBATE 


The Trafic World Washington Bureau 


Debate in support of ratification of the St. Lawrence water- 
way treaty was begun in the Senate by Senator Pittman, of 
Nevada, chairman of the committee on foreign relations, which 
favorably reported the treaty to the Senate. In his opening re- 
marks he said that the subject under discussion was not a new 
one—that as far back as 1920 President Wilson had requested 
an investigation and report on the project. The Republican suc- 
cessors to the war-time president—Harding, Coolidge and 
Hoover—he pointed out, had urged adoption of the project. He 
then referred to the advocacy of the project by Franklin D. 
Roosevelt. 

The treaty faced the opposition of lower Mississippi Valley 
senators because of the alleged adverse effect on the lakes-to- 
gulf waterway on account of not enough water diversion from 
Lake Michigan being permitted, as contended, for navigation on 
the lakes-to-gulf waterway. Senator Pittman contended that 
construction of the St. Lawrence waterway as provided in the 
treaty and the diversion provided by the treaty would not inter- 
fere with the lakes-to-gulf waterway. 

Alluding to the Atlantic seacoast opposition to the treaty, 
Senator Pittman said he could understand why New York City 
and other great cities on the Atlantic coast were fighting the 
treaty because they would lose some freight. 

“They will lose freight, however,” he continued, “because 
it can be transported cheaper through the St. Lawrence River 
than by rail to those ports.” 

Such ports, along with “powerful railroad” interests fighting 
the treaty, Senator Pittman said, were selfish. He said he was 
on the interstate commerce committee for a number of years 
and, in his opinion, “the railroad industry is the most antiquated 
industry in the country.” 

“They have brought themselves down to a point where they 
could not exist without borrowing probably $400,000,000 from the 
government of the United States,” said he. “Why? Because 
they did not consider that weight was an element of costs. They 
have had heavy rails, heavy roadbeds, long, slow moving, drag- 
ging freight trains that had to be broken up every hundred miles 
for distribution, in an effort to save employing two or three 
breakman on a train; and the cost of slowness, the cost of 
great foundations for the rails, the cost of breaking up those 
trains at sidetracks was twenty times the cost of running fast 
trains oftener with more employes.” 

Senator Erickson, of Montana, spoke in favor of ratification 
of the treaty. Senator Lewis, of Illinois, spoke in opposition. 
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Senator Vandenberg, of Michigan, one of the principal sup- 
porters of ratification, answering a declaration by the Illinois 
senator that the waterway would provide a military avenue 
through the United States for Great Britain, said such a con- 
tention was “without sustained justification.” He also insisted 
that the cost estimates prepared by government engineers were 
reliable. Senator Clark, of Missouri, submitted reservations to 
the treaty to protect the rights of the United States with respect 
to diversion of water from the lakes. Representative Snell, of 
New York, minority leader in the House, issued a statement ex- 
pressing belief that the Senate “will listen to the wishes of the 
President and ratify the St. Lawrence seaway treaty by a com- 
fortable margin.” 

If the federal government was going to build the St. Law- 
rence waterway, said Senator Tydings, of Maryland, it should 
mot lend any more money to the railroads because it would 
‘be creating something that would take revenues away from the 
railroads. 

Senator Clark, of Missouri, said there had been a lobby 
operating several years for the project and that it admittedly 
had spent a sum in excess of half a million dollars. He indi- 
cated that he referred to the Great Lakes-St. Lawrence Tide- 
water Association of which Charles P. Craig is vice-president 
at large and executive director. 


BARGE LINE EXTENSION BILL 


Senator Borah, of Idaho, has introduced S. 2347, a bill to 
amend the Inland Waterways Corporation act to permit exten- 
sion of government barge line service to the Columbia and 
Snake Rivers. 


IMPROVEMENT OF WATERWAYS 


The Secretary of War has approved the following allotments 
of funds: Levee repairs, Little River, in drainage district No. 
17, Mississippi county, Ark., $49,619.90. 

Kenosha harbor, Wisconsin, $75,861.98. 


INLAND WATERWAY TONNAGE 


Tonnage cargo carried by the Inland Waterways Corporation 
in 1933 totaled 1,605,604 compared with 1,653,088 in 1932, accord- 
ing to figures released in New Orleans. The Upper Mississippi 
River division handled 144,599 tons in 1933 compared with 104,- 
185 tons in 1932; the lower Mississippi division handled 1,205,816 
tons in 1933 compared with 1,292,983 tons in 1932; and the 
Warrior River division handled 255,189 tons in 1933 compared 
with 255,920 tons in 1932. The figures for the year are based 
on absolute records for the first eleven months and a semi-final 
estimation for December. 


RAIL USE OF WATERWAYS 


Answering what he deems the unfair charge of the railroads 
that the carriers by water have the free use of waterways, 
do not contribute nor help in the support of such waterways, 
and are, therefore, recipients of a subsidy from the govern- 
ment, J. H. Muller, general manager of the Transmarine Trans- 
portation Corporation, in a letter to Coordinator Eastman, con- 
tends that the railroads make larger use of the waterways than 
the marine transportation industry. 

“It is my contention,” said Mr. Muller, “that the govern- 
mental waterways of this country are used by the railroads to 
a larger extent than by the marine transportation industry.” 

In support of that proposition Mr. Muller took data from 
the Commission’s report in No. 22824, concerning railroad 
lighterage and car float service in New York Harbor. In addi- 
tion, Mr. Muller recited data as to transportation by water on 
the Great Lakes, and on some of the inland waterways. 

“T venture to state that we would find at least 75 per cent 
of the total marine equipment in use today,” said Mr. Muller, 
“is owned and operated by the railroads in the United States 
and that the rail lines, as an estimate, are handling at least 
200,000,000 tons of freight, using the same harbors, bays, sounds, 
lakes, canals, creeks and kills that the waterway interests offer 
transportation on, and which are maintained, sustained, im- 
proved and even have been initiated by the government. From 
statements of the Traffic World and other periodicals, such as 
Railroad Age and Railroad Data, one would think that the gov- 
ernment deepened the channels of the harbors, sounds, lakes 
and rivers, all over the country, maintained, initiated and re- 
placed lighthouses, buoyed lakes, bays, sounds and rivers, con- 
trolled navigable waters by building dams, built and maintained 
bulkheads or jetties, maintains the Geodetic Department, the 
U. S. Engineers’ Department and performs numerous other ex- 
pensive services solely for people engaged in inland transpor- 
tation by water. Investigation will disclose, in my opinion, that 
the largest users are the railroads.” 

The Bureau of Railroad Economies, Mr. Muller said, had 
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stated that it did not desire to restore toll gates on the high- 
ways, but, he said, it was proposing the same, in principle, in 
connection with the waterways, i. e., “that those who use the 
waterways, etc., and handle freight thereon, should be charged 
the cost of maintenance, replacement and possible construction.” 

“Mr. Eastman, those statements are, in my opinion, a 
boomerang. If it would make the railroads any happier, it is 
my opinion that those in the waterway business should agree 
and make no objection to a system of tolls, providing that the 
rail lines having marine equipment also pay tolls for using gov- 
ernmental waters. They are most certainly the largest users 
of these waters as far as tonnage is concerned and marine 
equipment, and consequently would pay the larger amounts, 
remembering that in all the service given by the government, 
they make use of the same channels, lighthouses, jetties, rivers, 
harbors, sounds, and lakes, as those who are engaged in inland 
marine transportation exclusively.” 

Commenting on the answer that the Association of Railway 
Executives had made to Coordinator Eastman’s question as to 
whether rail, motor and water transportation should enjoy equal 
opportunity of competition in so far as federal regulation was 
concerned, Mr. Muller said that the executives had their tongues 
in their cheeks when they said yes and that the inequality of 
opportunity was unfair. They were hinting, he said, that at 
present the government was unfair to them because it gave 
so much to others. That, he said, was like the kettle calling 
the pot black. 

“They would require that companies operating on the water- 
ways furnish their own waterways,” said he, “or, as suggested 
by them, make suitable contribution to the government for the 
facilities furnished. They evidently have in mind ‘their rights 
of way (roadbeds) being maintained by themselves when the 
waterways are maintained by the government. They fail to 
note that the waterways are public property; the railroads are 
privately owned monopolies—anyone can operate a boat on 
governmental waters, but try to operate your engine on their 
railroads! 

“We in the waterway industry only ask for fair treatment. 
We resent the imputation that we are fattening on the civic 
trough and give nothing in return.” 

Mr. Muller suggested that the railroads, in saying that they 
were not suggesting tolls for ships using harbors, knew that 
if tolls were imposed upon all users of all waterways they would 
have to pay more than the carriers by water, on account of 
their large use of harbor facilities in the big centers of popula- 
tion, 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended January 13 totaled 
555,627 cars, an increase of 55,688 above the preceding week 
and an increase of 45,734 above the same week in 1933, but a 
decrease of 17,022 under the corresponding week of 1932, ac- 
cording to the American Railway Association. Miscellaneous 
loading totaled 184,256; merchandise, 158,330; grain and prod- 
ucts, 29,559; forest products, 18,146; ore, 3,218; coal, 137,036; 
coke, 7,295; livestock, 17,787, all except coke being increases. 

Loading of revenue freight the week ended January 6 to- 
taled 499,939 cars, according to the car service division of the 
American Railway Association. (See Traffic World, Jan. 13.) 
This was an increase of 49,317 cars above the preceding week 
and 60,470 cars above the same week in 1933, but a decrease 
of 71,739 cars below the corresponding week in 1932. In making 
comparisons, however, consideration should be given to the 
fact that the week of January 6 this year and the correspond- 
ing week in 1933 contained New Year's holiday, while the cor- 
responding week in 1932 did not. The week of January 6, this 
year, was, however, a reduction of 2,788 under the week that did 
include New Year’s holiday in 1932. 

Miscellaneous freight loading the week ended January 6 
totaled 170,851 cars, an increase of 11,754 cars above the pre- 
ceding week, and 28,713 cars above the corresponding week in 
1933. It was, however, a reduction of 13,352 cars below the corre- 
sponding week in 1932. 

Loading of merchandise less than carload lot freight totaled 
134,367 cars, an increase of 10,006 cars above the preceding week 
and 711 cars above the corresponding week in 1933, but 49,103 
cars below the same week in 1932. 

Grain and grain products loading for the week totaled 23,389 
cars, an increase of 3,064 cars above the preceding week, but 
810 cars below the corresponding week in 1933, and 4,103 cars 
below the same week in 1932. In the western districts alone, 
grain and grain products loading for the week ended January 
6 totaled 14,976 cars, a decrease of 84 cars below the same week 
in 1933. 

Forest products loading totaled 14,878 cars, an increase of 
3,183 cars above the preceding week and 2,465 cars above the 
same week in 1933, but a decrease of 1,943 cars below the 
same week in 1932. 
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Ore loading amounted to 2,826 cars, an increase of 748 cars 
above the preceding week, and 1,587 cars above the correspond. 
ing week in 1933, but a reduction of 368 cars under the corre. 
sponding week in 1932. 

Coal loading amounted to 130,373 cars, an increase of 16,089 
cars above the preceding week, 25,684 cars above the corre 
sponding week in 1933, and 4,446 cars above the same week ip 
1932. 

Coke loading amounted to 7,627 cars, an increase of 527 
cars above the preceding week, 2,245 cars above the same week 
in 1933, and 1,622 cars above the same week in 1932. 

Live stock loading amounted to 15,628 cars, an increase of 
3,946 cars above the preceding week, but 125 cars below the 
same Week in 1933, and 8,938 cars below the same week in 1932. 
In the western districts alone, loading of live stock for the 
week ended January 6 totaled 11,884 cars, a decrease of 126 cars 
compared with the same week in 1933. 

All districts reported increases for the week of January § 
compared with the corresponding week in 1933, but all districts 
reported reductions compared with the corresponding week in 
1932, except the Pocahontas. 

Revenue freight leading by districts for the week ended 
January 6 as compared with the corresponding period of 1933 
was reported as follows: 


Eastern district: Grain and grain products, 3,787 and 4,247: live 
stock, 1,662 and 1,672; coal, 32,668 and 22,009; coke, 3,282 and 2,141: 
forest products, 1,129 and 839; ore, 814 and 163; merchandise, L. C. L., 
35,679 and 34,828; miscellaneous, 39,532 and 31,453; total, 1934, 118,553: 
1933, 97,352; 1932, 130,403. 

Allegheny district: Grain and grain products, 2,236 and 2,263: live 
stock, 1,214 and 1,193; coal, 33,285 and 22,529; coke, 2,260 and 1,610: 
forest products, 617 and 643; ore, 365 and 77; merchandise, L. C. L., 
26,575 and 26,800; miscellaneous, 32,441 and 25,066; total, 1934, 98,993; 
1933, 80,181; 1932, 112,471. 

Pocahontas district: Grain and grain products, 247 and 281; live 
stock, 62 and 35; coal, 26,596 and 26,555; coke, 432 and 210; forest 
products, 360 and 322; ore, 33 and 39; merchandise, L. C. L., 4,201 
and 4,252; miscellaneous, 4,298 and 3,669; total, 1934, 36,229; 1933, 
35,363; 1932, 35,852. 

Southern district: Grain and grain products, 2,143 and 2,348; live 
stock, 806 and 843; coal, 14,643 and 14,766; coke, 402 and 381; forest 
products, 4,652 and 4,874; ore, 545 and 196; merchandise, L. C. L., 
23,432 and 23,400; miscellaneous, 26,775 and 24,853; total, 1934, 73,398: 
1933, 71,161; 1932, 87,422. 

: Northwestern district: Grain and grain products, 5,532 and 5,143: 
live stock, 4,337 and 4,953; coal, 9,311 and 6,072; coke, 988 and 628; 
forest products, 4,200 and 3,120; ore, 61 and 28; merchandise, L. C. L., 
15,353 and 15,136; miscellaneous, 18,407 and 14,184; total, 1934, 58,189: 
1933, 49,264; 1932, 65,422. 

. Central western district: Grain and grain products, 6,479 and 
6,827; live stock, 6,307 and 5,847; coal, 9,823 and 8,956; coke, 156 and 
195; forest products, 1,954 and 1,539: ore, 881 and 633; merchandise, 
L. C. L., 18,777 and 18,810; miscellaneous, 28,750 and 23,828; total, 
1934, 73,127; 1933, 66,635; 1932, 90,103. 

_ Southwestern district: Grain and grain products, 2,965 and 3,090; 
live stock, 1,240 and 1,210; coal, 4,047 and 3,802; coke, 107 and 217; 
forest products, 1,966 and 1,576; ore, 127 and 103; merchandise, L. C. 
L., 10,350 and 10,430; miscellaneous, 20,648 and 19,085; total, 1934, 
41,450; 1938, 39,513; 1932, 50,005. 

_ Total, all roads: Grain and grain products, 23,389 and 24,199; 
live stock, 15,628 and 15,753; coal, 130,373 and 104,689; coke, 7,627 and 
5,382; forest products, 14,878 and 12,413; ore, 2,826 and 1,239; mer- 
chandise, L. C. L., 134,367 and 133,656; miscellaneous, 170,851 and 
142,138; total, 1934, 499,939; 1933, 439,469; 1932, 571,678. 


Loading of revenue freight in 1934 compared with the two 
previous years follows: 
1933 
139,469 


1934 


Week ended January 6 499,939 


AIR MAIL INQUIRY 


The special Senate committee, headed by Senator Black, of 
Alabama, that is investigating ocean and air mail contracts, con- 
tinued its air mail phase of the investigation this week. Testi- 
mony was heard as to alleged discrimination practiced by the 
Post Office Department when Walter Brown was Postmaster 


General in the awarding of air mail contracts. Favoritism of 
certain groups sponsorinig air line development by the former 
Postmaster General also was charged. 


Herbert Hoover, Jr., son of the former President, in a letter 
to the committee attacked insinuations that his connection with 
the Western Air Express had had anything to do with that com- 
pany obtaining a mail contract. A newspaper “story” was pub- 
lished several years ago reflecting such insinuations and at the 
same time President Hoover in a press conference bitterly de 
nounced the publication of such matter. 

The Senate committee is going to look into the income tax 
returns of a number of persons involved in the awarding of air 
mail contracts. The committee is pursuing the same course with 
respect to the air carriers as it has with respect to the ocean 
carriers by going into the financial set-up of each company. 

R. L. John, formerly personal secretary to W. Irving Glover, 
Second Assistant Postmaster General in the Hoover adminis- 
tration, testified that mail files of Mr. Glover were destroyed 
by fire. He said much of the correspondence destroyed was of 
a personal nature and that none of it had anything to do with 
actual mail contracts, though some related to mail routes. 
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MOTOR CARRIER REGULATION 


The Traffic World Washington Bureau 


HAIRMAN RAYBURN, in a statement issued when he intro- 

duced his bill providing for regulation of bus and truck car- 
riers on the public highways, in interstate and foreign com- 
merce (see Traffic World, Jan. 13), outlined the provisions of 
the measure as follows, having explained that the regulatory 
machinery provided by the bill was the same as that which 
was provided by H. R. 10288, the bill providing for regulation 
of busses which was passed by the House of Representatives 
in the second session of the Seventy-first Congress: 


The regulatory agency is the Interstate Commerce Commission, 
which, however, is to utilize the state regulatory commissions and 
boards in the administration of the act. 

Section 3 (d) provides for the reference of matters arising under 
the act, of the character described in that paragraph, to joint boards, 
when the operations involved are or will be in not more than three 
states, and gives the Interstate Commerce Commission authority, in 
its discretion, to refer cases involving more than three states to such 
joint boards. These joint boards are to be nominated by state 
authorities, as provided in section 3 (c), and are to be appointed by 
the Interstate Commerce Commission and subject to its approval. The 
joint boards will hold hearings upon matters referred to them, and 
recommend decisions and orders therein, the same as an examiner 
or a member of the Commission might do under section 3 (a). As 
in that paragraph provided, any decision or order recommended by 
such board will automatically become final, as a decision or order of 
the Commission, if not excepted to; but if excepted to will be reviewed 
and finally passed upon by the Commission. 

Joint boards will draw no compensation under this bill, but under 
the provisions of section 3 (c) will receive such allowance for ex- 
penses as the Commission may provide. 

Under the provisions of section 3 (g) the Commission is author- 
ized to hold joint hearings with state authorities, and to avail itself 
of the cooperation, services, records and facilities of the states, and 
to make available for the use of the organization of state boards and 
of joint boards suitable office space and facilities in the building 
occupied by the Commission, 

Any order of the Commission will be subject to court review 
under section 3 (h), in the same manner as orders made under the 
interstate commerce act; and under section 3 (i) and (j) the Com- 
mission is given the same authority to proceed in the administration 
of this act through bureaus and divisions, and to employ necessary 
assistants, as it has under the interstate commerce act. 


Certificates of Convenience and Necessity 


Motor vehicle operators desiring to begin new operations as com- 
mon carriers must obtain from the Commission certificates of con- 
venience and necessity, as provided in section 5 (a). 

In this respect the bill is similar to said H. R. 10288, except that 
it covers freight common carriers as well as passenger carriers. 

Common carriers in operation on a specified date fixed in the act 
(Jan. 1, 1933) will, under the provisions of section 5 (b), be exempt 
from hearing, and from a showing of public convenience and necessity. 
Upon showing by response to a questionnaire that they were in bona 
fide operation on the date specified, and are fit, able and willing to 
perform service in accordance with the provisions of the act, they 
will be entitled to receive certificates. 

These provisions are similar to the provisions of said H. R. 10288. 


Permits for Contract Carriers 


A contract carrier, which is defined in section 1 (a) (12) to 
embrace any motor carrier transporting for compensation, which is 
not a common carrier, must, under the provisions of section 7, apply 
for and receive from the Commission a permit authorizing operation. 
Such permit, however, issues without any showing of public con- 
venience and necessity. 

This provision as to permits for private carriers is substantially 
the same as that which was provided in said H. R. 10288 for “charter 
carriers,” which in that bill were defined to include carriers of per- 
sons for compensation hot defined as common carriers, or excepted 
from the provisions of this act. 


Rates 


Rates of common carriers are, by section 12, required to be just, 
reasonable and nondiscriminatory, and are subject to substantially the 
Same regulation by the Interstate Commerce Commission as the rates 
i carriers, except that the regulation does not extend to joint 
” In this respect this bill goes further than said H. R. 10288. That 
dill gave the Commission power to adjudge a rate unlawful, and re- 
quired it to be changed, but did not give the Commission power to 
prescribe the rate to be thereafter enforced. This bill gives complete 
— to the Commission to prescribe exact maximum and minimum 


Contract Carrier Rates 


a Section 14 (a) of the bill provides that contract carriers shall file 
their contract rates with the Commission, and shall not change the 
— except after notice as therein provided, and paragraph (b) of 
i Same section gives the Commission the power to suspend proposed 
changes pending herein thereon. 
a Paragraph (b) of the same section empowers the Commission to 
fix minimum contract rates after a hearing, and upon the findings 
therein required. 

In this respect the bill goes further than said H. R. 10288, which 
pon no similar provisions respecting the rates of “charter 
og mo 


In explanation, it may be said that it is claimed that experience 





under state regulatory acts has proved that effective regulation of 
motor carriers is not possible when common carriers alone are regu- 
lated. Various states which originally provided for regulation of 
common carriers alone have amended their statutes to extend regu- 
lation to contract carriers, including same degree of control over 
the rates of such carriers. In two cases arising under the Texas 
statute which have been decided by the United States Supreme Court, 
such regulation of contract carriers has been sustained. Sproles et al. 
vs. Binford et al., 286 U. S. 374; Stephenson et al. vs. Binford et al., 
287 U. S. 251. 
Adherence to Tariffs 


Publication of tariff charges by common carriers and adherence 
thereto are required by Section 13, the provisions of which are similar 
to provisions which were contained in said H. R. 10288. 


Brokerage Regulation 


Section 8 of this bill forbids any person to engage in brokerage 
sale of passenger tickets of motor carriers except after obtaining a 
brokerage permit from the Commission, and subjects brokers to the 
jurisdiction of the Commission, 

Said H. R. 10288 contained no provision similar to this. It is 
designed to prevent serious abuses which have arisen in connection 
with the sale by irresponsible brokers of passenger tickets which 
are not thereafter honored according to the terms upon which they 
have been sold. 


insurance Requirements 


Section 11 of this bill empowers the Commission to prescribe 
rules and regulations as to insurance or other provision for the pur- 
pose of securing the payment of judgment obtained for personal 
injuries or damages to property resulting from the operation of 
motor carriers. 

Substantially said H. R. 
10288. 


similar provisions were contained in 


Suspension, Etc., of Certificates or Permits 


Section 9 empowers the Commission to suspend, change, or modify 
a certificate or permit upon application of a carrier, or for failure to 
comply with any provision of the act, or with any order of the 
Commission. 

Substantially similar provision was contained in H. R, 10288. 


Consolidations and Mergers 


Section 10 subjects all consolidations, mergers and acquisitions 
of control to the approval of the Commission. 

This section is identical with a corresponding section in said 
H. R. 10288, with exception of paragraph (c). In that bill paragraph 
(c) provided that no such transaction should be approved “‘if one 
or more of the corporations involved is engaged, directly or indirectly, 
in the transportation of persons by railroad.” 

Said paragraph (c) was not in H. R. 10288 as drafted and reported 
by the committee, but was added as an amendment in the House. The 
purpose of the author of the amendment was stated by him to be to 
prevent the consolidation of railroads otherwise than as provided by 
the interstate commerce act. The paragraph has been redrafted to 
limit its effect to the accomplishment of that purpose. 


Power to Prescribe Accounts, Etc. 


The power to prescribe uniform accounts, and other general pow- 
ers of regulation, are set forth in section 2 of this act. That section 
contains provisions similar to those contained in the corresponding 
section of said H. R. 10288, with some additional provisions. 


Unlawful Operation 


Section 17 (a) and (b), providing penalties for violation of the 
act, and authorizing injunction to prevent violation, are substantially 
similar to the provisions of a corresponding section in said H. R. 
10288. Paragraph (c), penalizing rebates and concessions, is new. 


Powers of the States 


By section 19 of this bill the taxation and police powers of the 
states are expressly preserved. It is also provided in section 12 (b) 
that the Commission shall have no power to control any intrastate 
rate upon any ground whatever. Section 14 of said H. R. 10288 con- 
tained provisions similar in import and purpose to these provisions. 
Paragraph (b) of section 19 of this bill subjects transportation be- 
tween points within a state, even though in part outside such state, to 
the regulation of that state. This paragraph is new, 


Definitions in the bill of common earriers and contract 
carriers follow: 


The term “common carrier by motor vehicle’ includes any per- 
son or corporation which undertakes to transport passengers or 
property for the general public by motor vehicle for compensation in 
interstate or foreign commerce, including motor vehicle operations of 
rail, water or express carriers. 

The term “contract carriers by motor vehicle’ includes any per- 
son or corporation which undertakes to transport passengers or prop- 
erty for compensation in interstate or foreign commerce by motor 
vehicle not included under paragraph (11)) (preceding paragraph) 
of this subsection. 


Motor vehicle operations excluded from the bill are those 
of motor vehicles employed solely in transporting school chil- 
dren and teachers; taxicabs or other motor vehicles performing 
a bona fide taxicab service, having a capacity of not more than 
six passengers and not operated on a regular route or between 
fixed termini; hotel busses; motor vehicles transporting per- 
sons in national parks under authorization, regulation and con- 
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trol of the Secretary of the Interior, and electric power trolley 
busses in local passenger service. 

The bill proposing federal regulation of both freight and 
passenger motor vehicle transportation (see Traffic World, Jan- 
uary 13) introduced by Chairman Rayburn of the House com- 
mittee on interstate and foreign commerce contains the ideas 
of the National Association of Railroad and Utilities Commis- 
sioners. The bill, except as to reservations made by the state 
commissioners, follows the lines of the bill prepared by repre- 
sentatives of the American Railway Association, the American 
Highway Freight Association, now merged in the American 
Trucking Associations, Inc., American Transit Association (elec- 
tric railways), National Association of Motor Bus Operators and 
the National Association of Railroad and Utilities Commis- 
sioners. (See Traffic World, April 1, 1933, p. 649.) It contains 
limitations upon the power of the Commission intended to re- 
serve power to the state commissions. The bill was approved 
by the state commissions at their convention in Cincinnati, O. 

Chairman Rayburn, in announcing hearings on the bill to 
be- begun on January 17, set a pace with regard to the bill some- 
what faster than contemplated by the National Association of 
Railroad and Utilities Commissioners. Chairman McDonald of 
the executive committee of the association called a meeting of 
his committee to be held in Washington for the consideration 
of legislative matters on January 19 in connection with a 
meeting on the same day set by Chairman Clardy of the legis- 
lative committee. Chairman Rayburn notified the association 
that it would be heard first on the bill. Chairman Clardy there- 
upon advised the Washington office of the association that he 
would be present at the hearing on January 17, although his 
committee’s meeting was not scheduled until two days later. 


Regulation and Codes 


In opening the hearing on proposed legislation for regula- 
tion of motor carriers, January 17, Chairman Rayburn, of the 
House committee on interstate and foreign commerce, read the 
following statement. 


From some sources have come expressions of surprise that I 
should have announced hearings to begin on this day on bills to regu- 
late busses and trucks operating in interstate commerce. In a radio 
address in the fall of 1932 and also another in the fall of 1933, I an- 
nounced that legislation for the regulation of these carriers would be 
considered at the earliest date consistent with the other duties of the 
committee. These addresses were both rather widely commented 
upon and no one can say that they were taken by surprise. 

Some contend that because some bureau or sub-bureau of the 
National Recovery Administration is considering a code on busses and 
trucks Congress should not at this time consider this subject. It is 
not to interfere with any other department of the government but to 
assert the right and functions of Congress at all times that we are 
considering these bills. And may I say further that it is my definite 
opinion that laws for the regulation of the instrumentalities of inter- 
——e are in the first instance and purely a congressional 
unction, 


Chairman Rayburn, when asked as to the reference to codes, 
said the interest that had been working with the NRA on codes 
felt legislation should be deferred. 

Before the hearing began, the chairman, in answer to a 
question as to whether the President or Coordinator Eastman 
had been consulted with respect to pushing for enactment of 
motor regulatory legislation at this time, replied that the deci- 
sion to begin hearings on the motor bills was made independent 
of any Administration program. He said he had not discussed 
the matter with the President or the coordinator. 

National Recovery Administrator Johnson was in the hear- 
ing room before the hearing began. He talked with Chairman 
Rayburn a few minutes and then left. The chairman said the 
general had simply stated, in response to notice that hearing 
was to begin on the motor legislation, that he had no statement 
to make, but that he was at the service of the committee if it 
wished to call him. 

After reading the prepared statement set forth above, Chair- 
man Rayburn said that on March 17, 1933, he had introduced 
H. R. 3756, a bill to regulate the transpotration of passengers 
and property in interstate and foreign commerce by motor car- 
riers operating on the public highways; that on March 23, 1933, 
Representative Huddleston, of Alabama, had introduced H. R. 
4104, a bill to regulate the transportation of persons and prop- 
erty by motor carriers, and that on January 12, 1934, he (the 
' chairman) had introduced H. R. 6836, the bill sponsored by the 
state commissions and others. Mr. Rayburn said he was not 
“tied” to any of the bills and that the hearing was for the pru- 
pose of developing information on all the measures. He an- 
nounced he hoped to conclude the hearings before the end of 
the month. 

First Witness at Hearing 


Commissioner McManamy, chairman of the Commission’s 
legislative committee, was the first witness. He confined his 
statement on behalf of the Commission to principles enunciated 
in the reports of the Commission in No. 18300, motor bus and 
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truck operation, 140 I. C. C. 685, in which the Commissiq, 
recommended regulation of the bus but not of the truck, and i 
No. 23400, coordination of motor transportation, 181 I. C. C. 263 
in which the Commission recommended regulation of both bussy 
and trucks. The commissioner briefly reviewed the situation, 
historically, as to the need for highway transportation regu). 
tion in interstate commerce. He said that the Commission too; 
the position that regulation should include common and contrag; 
carriers. In general, he believed, the most recent Rayburn bill 
(H. R. 6836) covered the recommendations of the Commissiq, 
as set forth in its reports, supplemented by more recent concly. 
sions. He said the Commission was preparing a report op 
H. R. 6836 as to details and that he had no authority to discus; 
the details of the bill but would do so later when the report haj 
been submitted. In response to a question by Representative 
Cooper,:of Ohio, Mr. McManamy said the Commission believe; 
hours of service of motor operators should be regulated. |p 
reply to other questions, he said he did not believe there woulj 
be insuperable obstacles to the scheme of administration calling 
for use of joint boards, as provided in H. R. 6836, and, per. 
sonally, that rates of contract carriers should be regulated to 
prevent discrimination and preference. Further, he believed 
that where railroads had contracts with motor carriers for line 
haul service, such contract carriers should be subject to regu. 
lation. 

Kit F. Clardy, chairman of the Michigan Utilities Commis. 
sion, appearing as chairman of the legislative committee of the 
National Association of Railroad and Utilities Commissioners, 
began his general statement in support of H. R. 6836 by review. 
ing the situation of the last eight years, showing that in that 
period the efforts of the state commissioners had been directed 
toward the end of obtaining federal regulation. The state com. 
missioners, he said, felt that unless there was effective federal 
regulation, intrastate regulation could not reach the ends it 
should. He pointed out that in 47 states there was regulation 
of motor vehicles and that in 31 states there was regulation of 
both busses and trucks. Such regulation, however, he empha- 
sized, was seriously crippled and handicapped by the fact that 
an operator could escape regulation by crossing a state line. 
There must be federal regulation, he said, in order that the 
states might effectively regulate the business within their bor. 
ders. Operations within state lines should be under the juris- 
diction of the states, he said, and operations across state lines 
should be under federal jurisdiction. The federal government, 
he said, should avail itself of the facilities of the states in deal- 
ing with the problem. Federal regulation, he added, was needed 
to complement and supplement state regulation. 

Unless the contract carrier was subjected virtually to the 
same regulation to which the common carrier was subjected, 
asserted Mr. Clardy, there might as well not be any regulation. 
The state commissions had come to that conclusion as the result 
of their experience in handling the motor regulation problem, he 
said. The contract carrier in his opinion was a figment of the 
imagination and when later asked to explain that statement he 
told of operators wishing to be classified as contract carriers 
while, in fact, they were carrying on or were planning to carry 
on what amounted to a common carrier business. He said 
that, unless the contract carrier was regulated, the common 
carrier could not live and give the service required by the gen- 
eral public. 

As it was, he said, the contract carrier had demoralized the 
common carrier service and had deprived the public of the 
service it was entitled to have. He said few motor carrier 
operations were profitable under existing conditions and ex- 
pressed the opinion, in effect, that effective regulation would 
result in creation of conditions under which there would be 
profitable operations and efficient service. 

Asked whether the public was not now getting good service 
from the motor carriers, Mr. Clardy said it was not. He said 
the Michigan commission received many complaints—not about 
rates because they were so far below the “black” line—but 
about shortage, damage and delay. Asked by Representative 
Huddleston whether he did not get similar complaints as to 
railroad service, Mr. Clardy said he did not. The representa- 
tive wished to know whether indemnity bonds would not meet 
the situation. Mr. Clardy said that that would not be sufficient. 
He said no operator could give the public service unless it op- 
erated at a profit, but that the field was so badly crowded now 
that none, with a few exceptions, was earning a living. He said 
the motor industry had demonstrated it could not regulate itself. 
He said regulation should provide, in the main, two things, the 
power to say who should operate and regulation of rates. 

Representative Cooper asked about the code situation. Mr. 
Clardy said code regulation did not go to the extent or degree 
provided in H. R. 6836. On the other hand, he believed there 
was no conflict between the two. There was good in the codes, 
he believed, but they did not meet the situation designed to be 
met by such a measure as H. R. 6836. He did not think much 
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of the appeal ‘that legislation for regulation should be de- 
ferred pending outcome of experience under the codes. That, in 
his view, waS a covert cry of interests opposing constructive 
legislation. Some day, he said, question would be raised as 
to the power of the government to regulate hours of service 
of those engaged in intrastate service and that when that was 
decided the codes would be “busted” right down the middle. He 
said the codes had brought together operators that had not pulled 
together before and he said that that was a good thing. 

Representative Bulwinkle, of North Carolina, raised question 
as to wages paid by truck operators before code requirements as 
to wages and hours, and the witness said they were low and 
that the hours were long. The “wildcat” operators were still pay- 
ing low wages and requiring long hours of service, he said. The 
reference to code requirements as to trucking was to the Presi- 
dent’s reemployment agreement requirements. 

Representative Crosser, of Ohio, asked about regultaing pri- 
vate carriers. Mr. Clardy said while there were some features 
of private operation that required treatment, he did not think 
they should be dealt with in a bill regulating carriers for hire. 
He believed the states could handle the private carrier now as 
far as necessary. He thought the private carrier would prevent 
rates of for-hire carriers going too high, as the shipper could 
use his own truck or trucks if the rates of for-hire carriers be- 
came so high that he could operate privately more economically. 

Representative Marland, of Oklahoma, asked about the fix- 
ing of a rate of a contract carrier for a sporadic movement 
between unusual destinations. Mr. Clardy thought that that 
could be worked out satisfactorily. 


John E. Benton, general counsel of the National Association 
of Railroad and Utilities Commissioners, explained the provi- 
sions of H. R. 6836, at the hearing before the committee Janu- 
ary 18. His statement was an elaboration of the explanation 
of the measure made by Chairman Rayburn when he introduced 
the bill. With respect to powers of the states and provisions 
in the bill for the cooperation of state commissions in the ad- 
ministration of the act, Mr. Benton said: 


This bill, like H. R. 10288, takes care to preserve the powers of 
the states. Their powers of taxation and their police powers are 
expressly reserved in Section 19, on page 40. It is also provided in 
Section 12(b), at the bottom of page 27, that nothing in the act shall 
empower the Commission to prescribe the rate or charge for intra- 
state transportation ‘for the purpose of removing discrmination 
against interstate commerce or for any other purpose.’ Provisions 
of this same character, but less explicitly phrased, were in H. 
10288. 

Under provisions of the interstate commerce act the Interstate 
Commerce Commission, upon the ground of removing discrimination 
against interstate commerce, can enter the state field and require 
intrastate rates which have been fixed by state authority to be raised. 
If there is any justification for that power in the railroad field, where 
85 per cent or more of the transportation is interstate, it does not 
exist in the motor carrier field, where the percentages are reversed, 
and only a small fraction of business is interstate. 

The steam railroads, however, wish to obtain the right to ask 
the Interstate Commerce Commission to raise intrastate rates; and 
they have refused to agree to the proviso in Section 12. That is the 
single provision upon which differences existed when our conferences 
terminated. The steam railroads did not concur in it, and the truck 
operators did not. The bus operators did not oppose it, nor the elec- 
tric railroads. 


Cooperation of State Commissions 


The provision for the cooperation of state commissions in the ad- 
ministration of this act, I have left for discussion until the last. 

The machinery provided for in this bill in this respect is identi- 
cal with that provided in H. R. 10288. 

The Interstate Commerce Commission in its report in Motor Bus 

and Motor Truck Operation, 140 I. C. C. 685, recommended that any 
legislation enacted should place the regulation of interstate motor 
vehicle carriers primarily in the hands of the state regulatory boards, 
with appeal to the Interstate Commerce Commission. The reasons 
which led the Commission to make this recommendation are obvious, 
and are well understoo@ by the members of this committee who took 
part in framing H. R. 10288. 
_ While the number of motor carriers which operate across state 
lines is very great, and while there are some such carriers which 
operate through several states or through many states, yet motor 
vehicle operation, for the most part, is essentially local in its char- 
poor and most motor carriers confine their operations to local trans- 
portation. 


_. In its report in Coordination of Motor Transportation, 182 J. C. C. 
276, the Interstate Commerce Commission stated that the number of 
motor trucks engaged in transportation for compensation was not 
known. At page 277 of its report, however, it stated that the number 
Po ade busses in operation on January 1, 1932, had been estimated 
a ,900. 


The number of freight carriers undoubtedly greatly exceeded the 
Number of passenger carriers. 

To provide for the regulation of this enormous number of motor 
carriers by the Interstate Commerce Commission, or by any other 
federal agency, without aid from the state officials, would require the 
building up of a federal bureau in Washington of enormous propor- 
tions, with branches scattered throughout the country. 

Motor carriers, however, in their intrastate operations, as has 
been stated, are already under state regulation. Their regulation 
interstate will present no new problems, in so far as the purposes to 

accomplished by such regulation is concerned. 

. lf the state regulatory officials and the forces under their direc- 
tion can be availed of by the federal government to aid in federal 
regulation, the work imposed upon the Interstate Commerce Commis- 
Sion will he greatly lessened, and the cost of such regulation corre- 
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spondingly reduced. At the same time the settlement of questions 
arising locally will be largely settled by local officials who are fa- 
miliar with the local situations involved. 

The present bill attempts to provide for the regulation of inter- 
state carriers through the cooperative action of state and federal 
commissioners, acting under the authority of federal law. 

The administration of the act is provided for in Section 3, begin- 
ning on page 7. 

In Section 3(d), beginning on page 11, it is provided that applica- 
tion for certificates or permits, upon which hearings are required, 
rate complaints, applications for approval of mergers and consolida- 
tions, and other specified matters requiring hearings, shall be referred 
for hearing to joint boards, provided not more than three states are 
involved, and that they may be so referred, in the Commission's 
discretion, when more than three states are involved. 

The manner in which these joint boards shall be constituted is 
prescribed in Section 3(c), on page 9. When. the operation involves 
two or more states, the joint board is to consist of a member from 
each state, nominated by the state commission (or by the governor, 
if the commission does not act). Appointments are to be made 
by the Interstate Commerce’ Commission, which has discretion to 
decline to appoint a particular nominee. 

When the operation involved is from foreign territory into the 
United States, and a single state is involved, the entire joint board 
may be nominated by the commission of that state, or by its governor. 

A case referred to a joint board is to be heard by such board 
in exactly the same manner, and with the same effect, as if heard by 
a member of the Interstate Commerce Commission or by one of its 
examiners. This is provided in section 3(d), page 12, lines 6 to 16. 
The joint board, by the language contained in those lines, is given 
the same power to make recommended orders or decisions which a 
commissioner or an examiner of the Interstate Commerce Commission 
is given under section 3(a), and with the same effect. 

Section 3(a), on page 8, provides that an order or decision rec- 
ommended by an examiner or commissioner shall become automati- 
cally effective as the order or decision of the Commission if no ex- 
ceptions are filed thereto within 20 days, unless stayed or postponed 
by the Commission. If exceptions are filed, it is the duty of the Com- 
mission to review the recommendation, and it may make such re- 
view upon its own motion. 

If any joint board fails to act, or can not agree because of divi- 
sion of an even number of members, the case is determined by the 
Commission. The case is also determined by the Commission if all 
of the states but one fail to nominate for a joint board. Thus, if 
upon a matter to be disposed of upon a formal hearing, only one 
state is willing to join in constituting a joint board to hear the case, 
there can be no join board, and the Interstate Commerce Commission 
will hear the case. 

The provisions which I have just stated are the provisions for 
disposition of matters which require formal hearings. 

In informal matters, where hearings are not required, section 
3(g), on page 13, beginning at line 19, provides that the Commission 
is ‘“‘authorized to avail itself of the cooperation, services, records, 
and facilities of any state, or of any officials thereof, in the en- 
forcement or administration of any provision of this act.’ 

The same paragraph provides that the Commission shall make 
“available for the use of the national organization of the state boards 
and of their representatives suitable office space and facilities in the 
building occupied by the Commission, which shall be at all times 
available for the use of joint boards created under this act and of 
members or representatives of said boards cooperating with the Com- 
mission under this or any other act.” 

Aside from this reciprocal provision there is no provision in the 
act involving any expense to the federal government for the coop- 
eration of state commission forces except that it is provided in Sec- 
tion 3(c), page 10, line 22, that joint board members may receive 
such allowance for expenses as the Commission may provide. 


TRUCKERS FOR REGULATION 


The National Highway Freight Association, committed to a 
policy favoring federal regulation of highway freight transporta- 
tion, was formally organized at a meeting in Chicago, January 
12, of some sixty representatives of the motor transport indus- 
try drawn from fifteen central western states. Before officers 
were elected and other necessary steps taken authorizing incor- 
poration of the association, a vote was taken on the simple 
proposition—stripped of any commitment as to details—as to 
whether those present thought federal regulation was to be 
desired. The count was thirty-seven for, two against, and two 
not voting—a number of those in the room not qualifying to vote. 

The meeting followed a previous meeting in Chicago, Jan- 
uary 2, of a smaller group of operators (see Traffic World, 
January 13), and included both common and contract carriers. 
While sentiment favoring federal regulations of the highway 
services clearly predominated from the start, discussion was 
frequently heated and was generally participated in. 

The outstanding opposition to immediate formation of the 
association, as an organization distinct from the American 
Trucking Associations, Inc., which is now handling code matters 
for the trucking industry as a whole, came from W. J. Fitz- 
patrick, vice-president and general counsel, Eastern Michigan 
Systems. He argued that there was a serious probability that 
such a step would be misunderstood as the result of dissention 
within the trucking industry and that it would embarrass the 
existing association, representing all trucking interests, in its 
efforts to obtain a satisfactory code under the national recovery 
act. He counseled that those present wait until some experi- 
ence with self regulation had been accumulated under the code 
and also that the over-the-highway hauler could better safeguard 
his interests by setting up autonomous, divisional machinery 
within the larger organization than by the creation of a separate 
association. 

Response to that was that, at the time the American Truck- 
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ing Associations, Inc., was organized and the American Highway 
Freight Association went out of existence, those now in charge 
of the former had given assurance that that organization would 
favor federal regulation. Action since then had conclusively 
demonstrated, it was held, that any help in obtaining reasonable 
and proper regulation of the highway transport industry from 
that source was out of the question. Further, opposition to 
participation of the truck manufacturing interests—more par- 
ticularly the nature of that participation—was forcefully regis- 
tered by a number of those present. Code regulation, it was 
asserted, was temporary, and in no way touched the problem of 
the relationship of different agencies of transportation. It was 
confined to intra-industry affairs. There was, also, according to 
the spokesmen for a regulatory statute, serious question as to 
the effectiveness of a code to deal with the rate and other trou- 
bles from which the highway carrier was suffering. 

A resolution was adopted, however, to the effect that the 
new organization would support the activities of the A. T. A. 
in its efforts to obtain a code of fair competition for the truck- 
ing industry as a whole, under the national recovery act, and 
further pledging itself to take no action that would affect the 
adoption or operation of a code. The opinion was expressed 
generally that there should be no conflict between the two or- 
ganizations, other than that necessarily involved in the fact 
that the common and contract carriers were brought together 
for the purpose of obtaining reasonable regulation and the 
existing association had committed itself to a policy of opposi- 
tion to any legislation providing that. 

The bill sponsored by the National Association of Railroad 
and Utility Commissioners, introduced in the House by Congress- 
man Rayburn, while the meeting was in session, and which 
the old American Highway Freight Association was partially 
responsible for drafting, was the subject of considerable com- 
ment. The concensus seemed to be that certain changes would 
have to be made in it before it would be acceptable to the 
over-the-highway freight hauler, but that in its main outlines 
it was a desirable piece of legislation and should be supported. 
The new association did not, however, commit itself to anything 
of that sort, leaving the door open for such action in the future 
as it might see fit to take. 

J. L. Keeshin, president of Keeshin Motor Express, Chicago, 
was elected president. He had been active in bringing the 
operators together and presided as temporary chairman at the 
meeting. Other officers were elected as follows: Vice-president, 
William J. Seitz, president, Michigan Motor Freight Lines, 
Detroit; treasurer, A. S. H. Bender, Dealers’ Transportation Com- 
pany, Chicago; directors, Walter Mullady, Decatur Cartage Com- 
pany, Chicago; Maurice Tucker, Tucker Freight Lines, South 
Bend, Ind.; J. F. Ernsthausen, Norwalk Truck Line, Norwalk, 
O.; W. E. Maile, Sullivan-Royal Transit Company, Milwaukee. 

The officers were empowered to proceed with the necessary 
organization work, such as drawing up a constitution and by- 
laws. Mr. Keeshin indicated that those would follow the lines 
set up by the former American Highway Freight Association, 
of which he was president, and that eventually he expected there 
would be a director from each state. He said a meeting would 
be called at the earliest possible date to act with respect to 
completing the job of organization. It was understood also that 
the directors and officers were left free to choose their own 
secretary, who, they indicated before the end of the meeting, 
would be Warren Wright, Central Motor Freight Association, 
Chicago, who served in that capacity at this meeting. 


MOTOR FREIGHT FOR RAILROADS 


The extent to which the railroads of the United States 
benefited from motor and allied industries in 1933 is thus 
described by Alfred H. Swayne, chairman of the traffic commit- 
tee of the National Automobile Chamber of Commerce, vice- 
president of General Motors Corporation, and vice-president of 
the Chamber: 


In the year just closed, while automobile production was com- 
paratively low, railroad shipments resulting from the manufacture 
and use of motor cars and the building of highways exceeded 2 mil- 
lion 6 hundred thousand carloads and paid the railroads 330 million 
dollars in freight charges. 

While the ton-mileage represented in these shipments is 
available, it is much greater than inter-city truck hauling. 

Based on figures of the Interstate Commerce Commission on the 
average load per car of the various commodities carried by the rail- 
roads, it is found that each carload of this automotive freight would 
have to travel only 80 miles to equal the freight ton-mileage carried 
between cities by trucks. Of course, each carload of automotive 
freight averaged much more than 80 miles. 

This return to the railroads from the growth of motor car use 
is not always appreciated in discussing the effect of highway trans- 
port on railroad freight earnings. 

It can be said that almost one dollar of every eight dollars rail- 
road freight revenue last year came from traffic created by highway 
transportation. 

It is interesting to note also that this kind of freight on the 
railroads has been maintained in better volume proportionately than 
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the shipments of most other industries. 

Shipments of gasoline for automobile uses reached nearly 1 
million carloads. . 

Of the freight classified by railroads as Products of Manufap. 
tures, automotive freight represented 31 per cent of the total. 

This percentage of automobile freight to the total has increase; 
during the depression. In 1929 it was only 23 per cent. 

It indicates that rail shipments due to the manufacture and ug 
of automobiles have been going on in greater proportion than ship. 
ments from other industries. 

This freight comes from every state in the Union. 

From the West come lumber, wool, petroleum, copper, lead, zin 
hides, vanadium, nickel, flaxseed and silver. 

From the mines come iron, ore and coal in great quantities, 

From the cotton fields of the South come great quantities of that 
material for tire fabrics and upholstering work. 

The oil wells in the various parts of the country find their princi. 
pal market in the supplying of gasoline and the heavier grades oj 
oil for lubricants. 

Florida and the southeast ship cotton, lumber, 
even sugar cane. 

The steel mills of the East and Middle West right now are finding 
in the automobile industry their principal source of activity. i 

Shipments from the seaports include rubber, tin and aluminum 
fro moverseas. 

Canada sends its lumber, asbestos and nickel. 

More than 100 commodities are used in building an automobile, 

The railroads serving the automobile manufacturing districts have 
ot i in many ways in addition to the hauling of materials of this 
<ind. 

As the population of the motor cities multiplied, 
food, clothing, coal and building materials increased. 

Many of our important communities are almost entirely supported 
by the industry. 

The motor industry is the largest customer of alloy steel, gaso- 
line, rubber, plate glass, nickel, lead, mohair and upholstery leather, 
and a substantial purchaser of many other commodities, all of which 
are shipped over the railroads. 

It all furnishes further proof of the fact that probably no in- 
dustry contributes more to the general welfare by stimulating em- 
ployment. Certainly the manufacturers this year are offering won- 
derful values in automobiles. The approval and acceptance of these 
cars by the public should have a marked effect on our economic 
recovery. 


turpentine anj 
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DELAY IN TRUCK CODE 


Answering a telegram from H. C. Mims, Columbia, S. C, 
NRA Administrator Hugh S. Johnson has denied reports to the 
effect that truck operators themselves are responsible for de- 
laying approval of the truck code of fair competition. Whatever 
delay had existed, Administrator Johnson said, had been because 
the intricate problems of the vast trucking industry required 
thorough analysis and detailed discussion. He said that the 
code was in an advanced stage, the code committee and the 
NRA working day and night for its successful completion. The 
code committee, he added, had in no way attempted to delay 
progress. 

In his telegram Mr. Mims said that railroad interests were 
circulating a report that there would be no trucking code and 
that the trucking interests were responsible for that. He said 
that that report was being used to further proposed adverse 
truck legislation. Therefore he asked for a declaration from 
Administrator Johnson and said that a statement from the 
administrator would go a long way in the legislative fight. 


BUS CODE AMENDMENT 

With a view to preventing cutthroat competition in rates 
the Motor Bus Association placed before the NRA, at a hear- 
ing in Washington on January 16, an addition to the bus code 
providing that “on complaint by any passenger motor carrier 
that any rate, fare, or charge for transportation, or any rule or 
regulation in connection therewith, is unfair, the Code Authority, 
after notice and hearing, is authorized and empowered to de- 
termine and prescribe, subject to review by the Administrator, 
what will be a fair and reasonable rate, fare or charge to be 
published or collected, or rule or regulation to be observed, for 
the transportation or service rendered and thereafter, unless 
approved by the Code Authority subject to review by the Ad- 
ministrator, no passenger motor carrier shall publish, demand 
or collect any rate, fare or charge for such transportation or 
service less than the rate, fare or charge so prescribed and 
shall adopt the rule or regulation so prescribed and conform 
to and observe the same.” 

J. M. Meighan and L. H. Ristow of the Motor Bus Associa- 
tion, Paul K. Wadsworth of the Great Eastern bus service, and 
others advocated the change. The addition of the code was 
taken into consideration and the hearing adjourned until Jan- 
uary 26. No hearing probably will be held on that day but it 
was set for further hearing on the subject in the event that 
necessity therefor should arise. 





IMPROVEMENT OF HIGHWAYS 


“Latest reports received by Public Works Administrator 
Harold L. Ickes from the United States Bureau of Public Roads 
show that tremendous progress is being made in pushing for 
ward the $400,000,000 federal aid highway program,” says the 
PWA. 

“A nation-wide survey shows that 500 PWA road projects 
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have been driven through all stages of planning approval, ad- 
yertising, construction and have been completed and projects 
representing more than 64 per cent of the entire allotment, 
which was equitably distributed among the states, have either 
been begun by day labor or advertised for contract. 

“as total of 5,337 projects all over the country, advertised 
for contract or begun by day labor employed directly by state 
highway authorities, are estimated to cost $276,197,000, which 
includes day labor projects estimated to cost $20,207,000. 

“Contracts have been awarded for 4,587 projects involving 
an estimated expenditure of $238,003,000, which is 55.8 per cent 
of the total allotment or more than half of the program. Nearly 
3,000 projects are under construction giving direct employment 
to 130,045 men. The 500 projects completed represented an 
expenditure of $13,042,000.” 





ILLINOIS HIGHWAY USERS 

Plans for reinforcing its lines at the battlefront where 
friend and foe of the motor vehicle interests come together 
were discussed at length at the annual meeting of the Illinois 
Highway Users’ Conference, in Chicago, January 15. A motion 
was adopted empowering the director, Chester G. Moore, who 
was reelected, to appoint a membership committee of twenty 
to conduct an active campaign for new members and action on 
another motion authorized the recruiting of junior members, at 
a dollar each, from among employes of the industries and 
organizations maintaining regular memberships in the con- 


| ference. 


The burden on the motor vehicle and the motor vehicle 
user in the form of taxes and other legislative and police re- 
strictions was becoming greater with every meeting of a state 
legislature, it was asserted. The coming year was expected to 
require unceasing vigilance on the part of highway users, if 
their interests were to be safeguarded, by a number of those 
who addressed the meeting. 


Committee reports were read and officers elected. The 
following new directors were elected: I. O. Taylor, Kroehler 
Manufacturing Company; William Winkler, Cartage Exchange 
of Chicago; Charles Mansfield, Illinois Agricultural Association; 
0. J. Darwin, Texas Company; H. O. Perkins, General Motors 
Truck Company; Harry Seanor, White Company; Joe Scala, 
Atlas Brewing Company; Ralph Bentley, National Tea Company. 


TRAFFIC MEN AND EQUALIZATION 


Editor The Traffic World: 

As a regular reader and student of your Traffic World, I 
am greatly interested in its contents and beg leave to take 
exception to a statement made in your editorial on “Truck Com- 
petition” appearing in the January 6th issue. On page 10 you 
make the following statement: 


Shippers—meaning the manufacturers and dealers of the coun- 
try—as represented by their traffic men, do not, for obvious reasons, 
want equality of regulation; they prefer to keep the immediate ad- 
vantages that result to them from unhampered competition by trucks 
and water transport, etc. 


I do not believe your statement is representative of the 
majority of industrial traffic men, as it has been my experience, 
in the numerous discussions had about the subject, that very 
few have expressed a selfish opinion and I have not heard any 
with whom discussion has been held say that they favored the 
system now in effect. There is, of course, a wide difference of 
opinion as to the degree of regulation that should be applied, 
but none in favor of the fly-by-night methods now employed. 

I. M. Horton, Traffic Manager, 
Bloomington Limestone Corporation. 
Bloomington, Ind., Jan. 15. 1934. 


Of course, we did not mean that no industrial traftic men favored 
equality of regulation. We know some of them do favor it, as indi- 
viduals, though sometimes even these favor it only confidentially, and 
hot officially, for the reason that they conceive the interests of those 
by whom they are employed to be best served by having cheap means 
of transportation available, even if the cheapness results from unfair- 
hess in regulatory policy. However, the National Industrial Traffic 
League, which is the only national organization of shippers, as such, 
does not favor equality of regulation as between the railroads and 
the motor trucks, nor has it favored equalizing the unfair conditions 
under which waterway operators compete with the railroads.—Editor 
The Traffic World. 





STORE DOOR DELIVERY 


The Commission has refused to suspend Chicago, Indian- 
apolis, and Louisville supplement No. 1 to its I. C. C. 4546, 
establishing store door delivery and collection over its line with- 
out observing the 260 mile limit established in Pennsylvania 
tariffs and in the tariffs of carriers that adopted the Pennsyl- 
vania plan. The supplement is dated to be effective January 15. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from non subscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 
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Tariff Interpretation—Application of Routing Published in Item 
1190 of Agent Jones’ Classification Exception Sheet 


INinois—Question: We will appreciate your opinion regard- 
ing the application of Agent Jones’ Tariff 130-T, I. C. C. 2248, 
Item 1190, naming a third class rating on furniture from Goshen, 
Ind., to Milwaukee, Wis., and other points, to points directly 
intermediate to towns specifically listed in this item. 

We had a movement of furniture from Goshen to a point 
directly intermediate to Milwaukee during the period this 
tariff was in effect. 

As Item 1190 to Agent Jones’ Tariff 130-T did not name 
the point to which our shipments were consigned the deliver- 
ing carrier assessed higher charges, based on the Official Clas- 
sification, than were in effect to Milwaukee, Wis. 

It is our contention that as long as Agent Jones’ Tariff 
130-T did not show that the ratings contained therein do not 
apply to intermediate points, that the ratings to the more dis- 
tant points can be used in determining the ratings to the in- 
termediate points. 

Item 1190 of this tariff, the item in question, had an excep- 
tion stating that ratings to Peoria in connection with the C. 
& N. W. Ry. would not apply to intermediate points. 

It must have been the intention of the carriers to apply 
the rating shown in this item to intermediate points, otherwise 
it would not have been necessary to specifically state that the 
rating would not apply to towns on the C. & N. W. inter- 
mediate to Peoria. 

Answer: We do not believe that the application of the 
rating on furniture published in Item 1190 of Agent Jones’ Tariff 
130-T, I. C. C. 2248, from Goshen, Ind., to Milwaukee, Wis., at 
intermediate points can be predicated upon the exception which 
states that ratings to Peoria in connection with the C. & N. W. 
Railway would not apply to intermediate points. 

To apply the ratings at intermediate points there must, in 
our opinion, be a provision definitely stating that the ratings 
will apply at points intermediate to those named in Item 1190, 
and not merely a negative application as to the application 
of the rates to points intermediate to one of the destinations 
shown therein. 

We find no provision in the tariff for the application of 
the rating published in Item 1190 at points intermediate to 
the destinations named therein, other than the application con- 
tained in the note in Item 1190, which states that the third 
class rating named therein will also apply to points taking the 
Milwaukee, Wisconsin, ratings as shown in Note 35, pages 42 
and 43, on traffic originating at Ohio River crossings and points 
taking the same ratings, as shown in Note 35. Note 35 is not, 
however, an intermediate application clause, 


Misquotation of Rates 


South Dakota.—Question: The shipper is located on the 
rails of X Railroad. A representative of Y Railroad called 
upon the shipper soliciting traffic and declaring that the rates 
over his railroad were identical to the rates over X Railroad, 
or the several other carriers operating between origin and 
destination. Accordingly the shipment was given to Y Rail- 
road. There was, however, a difference in the rate and the 
additional freight charges amounted to over $100. We are 
fully acquainted with the Interstate Commerce Commission rul- 
ings on the subject, also with the penalty provided in section 6, 
paragraph 11, of the interstate Commerce Act, and realize that 
no recourse can be secured from that source, 

The shipper, however, was actually damaged by the act 
of the carrier’s agent. Can the shipper sue the railroad in 
court and expect to recover the amount of his damages? Is 
there any record of this having even been attempted? 
there anl record of this having even been attempted? 















PAGE 136 





Answer: .In Illinois Central R. R. Co. vs. Henderson Ele- 
vator Co., 226 U. S. 441, 33 S. Ct. 176, it was held that a carrier 
is not liable for damages resulting from the mistake of its 
agent in quoting a rate less than the legally applicable rate. 
See, also, T. & P. Ry. vs. Mugg, 202 U. S. 242, 26 S. Ct. 628. 

THhe penalty provided in Section 6 of the act for the mis- 
quotation of a rate where a written request upon the agent 
of the carrier has been made, accrues to the United States and 
not the shipper. 


Freight Charges—Liability of Consignor Where Shipment Is 
Reconsigned by Consignee 


Missouri.—Question: A car of lumber is shipped to a whole- 
saler at St. Louis. It is diverted by the St. Louis wholesaler 
to a customer at Chicago. Upon receiving the carload of lum- 
ber, the consumer finds that the car does not contain the ma- 
terial which he purchased and refuses to unload the car and to 
pay freight charges. It also develops that the mill did not load 
the car with material in accordance with the St. Louis Whole- 
saler’s order, and the wholesaler instructs the mill that the car is 
subject to his disposal. 

The questiton is, who is responsible for the freight charges, 
or in the event that the material in the car is sold for charges, 
and there is a deficiency, who would be responsible for the 
deficiency? 

It is our thought that when the St. Louis wholesaler placed 
diversion instructions with the railroad that he took possession 
of the shipment and became the original shipper, and it would 
follow that the railroad would not have recourse on the original 
mill shipper, but would look to the wholesaler for freight charges 
as if he were the original shipper. Any recourse on the part of 
the St. Louis wholesaler as against the original mill shippers, 
would, in our opinion, have to be handled through the court as 
a separate proposition, and could not be considered along with 
the responsibility for the freight charges. 

Answer: The consignor, as the party from whom the goods 
are received for shipment, ordinarily assumes the obligation 
to pay the full amount of the freight charges, although he may 
relieve himself of the liability by signing the stipulation on the 
bill of lading referred to in Section 7. L. & N. vs. Central Iron 
& Coal Co., 265 U. S. 59, 44 S. Ct. 441. On the other hand, 
the consignee, by acceptance of the goods, becomes liable for 
the full amount of the freight charges whether they are de- 
manded at the time of delivery or not until later. P. C. C. & 
St. L. Ry. Co. vs. Fink, 250 U. S. 577, 40 S. Ct. 27. 

The contract of the consignor and that of the consignee are 
not considered to be inconsistent with each other; each is an 
original contract based on a sufficient consideration. 


There are several cases involving the liability of the party 
who reconsigns the shipment for freight charges, some of 
which hold that party liable, while other cases hold the party 
reconsigning the shipment not to be liable for the freight 
charges. The cases which hold that the party who reconsigns 
a shipment is not liable for the freight charges are Davis vs. 
City Fuel Co., 248 S. W. 572; C. & O. Ry. Co. vs. Southern Coal, 
Coke & Mining Co., 254 Ill. App. 238; Dare vs. N. Y. C. R. R. 
Co., 20 Fed. (2d) 379; N. Y. C. R. R. Co. vs. Sharp, 206 N. Y. S. 
755; C. C. C. & St. L. vs. Southern Coal & Coke Co., 248 S. W. 
297; Wallingford Bros. vs. Bush, 255 Fed. 949; Railroad Co. vs. 
Browne Grain Co., 166 S. W. 400, the latter two cases being cited 
in the case first referred to. 

The cases which hold to the contrary are the N. Y. C. R. R. 
Co. vs. Warren-Ross Lumber Co., 137 N. E. 224; New Jersey 
Central Ry. vs. McCartney, 52 Atl. 575; C. B. & Q. R. R. Co. vs. 
Evans 228 S. W. 853; R. Co. vs. Townsend, 100 Atl. 355; N. 
Y. C. R. R. Co. vs. Mahoney, 244 N. Y. S. 395; P. R. Co. vs. 
Rice Coal Co., 148 N. E. 349; Wabash Ry. Co. vs. Horn 40, Fed 
(2d) 905; Central R. R. Co. of N. J. vs. National Asbestos Mfg. 
Co., 127 Atl 184, and C. L. Hills Co. vs. L. & N., 162 N. E. 761. 

The original consignee, under certtain of the decisions cited 
above, in issuing reconsigning instructions, in effect accepted 
the shipment and then entered into a new contract for trans- 
portation with the carrier, and thereby became liable for the 
freight charges accruing for both the movement to the original 
destination and the subsequent movement beyond that point. 
Central Railroad Co. of N. J. vs. National Asbestos Mfg Co., 127 
Atl. 184; Pa. R. R. Co. vs. Rice Coal Co., 148 N. E. 349; C. R. 
Hills Co. vs. L. & N., 162 N. E. 761. 

The original shipper is, of course, liable for the freight 
charges to the original destination, unless he availed himself 
of the “‘no recourse” clause in the bill of lading. 


Proof of Loss or Damage 


Connecticut.—Questiton: Where bulk freight, such as cop- 
ber scrap, is loaded by the shipper in the car (after weighing) 
and is reweighed by consignee at destination, what is the re- 
sponsibility for loss in transit, in the absence of any “ship- 
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per’s load and count” notation on the bill of lading? In th 
particular case in mind, affidavits from those weighing at origi, 
and destination supported the claim, which was turned down by 
the carrier on account of no evidence of loss in lading and gy 
delivered. Car was a gondola and not weighed in transit py 
carrier. It would seem that the carrier had the responsibility 
of weighing the car in transit in absence of “shipper’s load and 
count” notation; with this note on the bill of lading it seems 
carriers’ burden of proving that shortage did not occur, re. 
gardless of clear receipt at destination. 

Answer: A shipper showing a delivery of goods to a car. 
rier and that they were not redelivered makes out a prima facie 
case against the carrier, entitling him to damages for loss, and 
to avoid such damages the burden is upon such carrier to 
prove its freedom from liability. C. R. I. & P. Ry. Co. vs. Stouffer, 
111 N. E. 809; Nustrot-Calahan Co. vs. M. K. & T. of Tex., 209 
S. W. 775. 

It is a question of fact as to whether the amount stated ip 
the bill of lading wag delivered to the carrier at point of origin, 
which fact must be established by the shipper. Likewise it js 
a question of fact as to whether a lesser amount was delivered 
by a carrier at destination, which fact must be established by 
the shipper. 

Whether the amount alleged by the shipper to have been 
delivered to the carrier for transportation was actually de 
livered is a question of fact to be determined from the evi- 
dence submitted by the plaintiff, subject to rebuttal by the 
defendant carrier. The statement in a bill of lading or a ship 
ping receipt of the amount received for transportation is not 
conclusive and the carrier may submit evidence to prove that 
the entire amount was not received for transportation. 

This is particularly true where the bill ofl ading contains quali- 
fying statements as to the quantity of freight received for trans- 
portation thereunder, such as to place the consignee on notice of 
the fact that the carrier does not vouch for the accuracy of 
the statement. The bill of lading, as you will observe, contains 
the term “subject to correction” in the column headed “weight.” 
In Brown vs. M. K. & T. Ry., 112 Pac. 147, the court, in dis- 
cussing this term, states that the use of this term avoids the 
estoppel which would otherwise under some circumstances pre- 
clude the carrier from disputing the weight; that it does not 
destroy the prima facie effect of the recital in the bill of lad- 
ing as to the quantity, but merely leaves the matter open to 
further inquiry instead of being absolutely concluded. See also 
Davis vs. Zimmern, 99 Sou. 307; H. & T. C. Ry. Co. vs. Paris 
Milling Co., 240 S. W. 636, and Nye-Schneider-Fowler Co. vs. 
C. & N. W. Ry. Co., 182 N. W. 967. 

While the affidavits of the shipper and consignee may sup: 
port a claim filed with a carrier, they are not competent evi- 
dence in an action at law if objected to by the destination car- 
rier. The testimony of the parties who loaded and unloaded 
the car, either in court or by deposition, would be competent 
if suit were brought. 


Reparation—Rates Subsequently Reduced 


New York.—Question: We shipped from X to Z, for ex 
port, two carloads of scrap tinplate. 

Through error in rate quotation by the carrier, the material 
was sold on the basis of $6.80 per gross ton for the freight. 
However, the correct rate was $8 per gross ton, as per the do- 
mestic billet rate, Note 1, page 120, of Agent Jones’ Freight 
Tariff 349-E, I. C. C. 2595, and freight charges were collected 
by the carrier accordingly. 


While the damage was caused by the wrong rate being 
quoted, it is understood that we are responsible for the correct 
rate. However, we feel $8 per gross ton is unjust and un- 
reasonable, because the rate on tinplate bars is only $5.50 per 
gross ton (specific export rate), and because the rate on new 
tinplate is only 27% cents per 100 pounds (specific export rate). 
Aside from the fact that the rate on the scrap material should 
be less than the rate on the new material, we feel that export 
rates should be lower than domestic. 

Do you not agree that reparation is in order, and if so, will 
you please advise whether it will first be necessary for us to 
make application to the carrier to publish a lower basis and 
upon this publication, if is made, for us to make claim for repa@ 
ration in violation of Section 1 of the Interstate Commerce Act. 
As the $8 rate is the correct rate to apply, since it is the only 
one published to apply on this movement, we are at a loss to 
know the proper procedure for obtaining reparation. 

Answer: It would appear from the rate comparisons set 
forth in your letter that the rate on scrap tinplate from X to Z 
for export is and was unreasonable at the time the shipments 
you made moved. The lawfully published rate at the time the 
shipments moved, must, however, be paid, regardless of the 
Mmisquotation by the carrier. 

If the carrier is willing to admit the unreasonableness of the 
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rate charged on the shipments it may submit an application 
to the Commission on what is known as the Commission’s spe- 
cial docket for authority to make reparation in the amount of 
the difference between the rate charged and the subsequently 
established rate. In Venus vs. St. L.I. M.—S.Ry. Co., 15 I. C. C. 
136, in which case the carrier admitted the unreasonableness 
of rates charged on a shipment, the Commission stated that 
pefore refund might lawfully be made it would be necessary for 
the carrier to publish the rate which the carrier admitted would 
have been a reasonable rate. 

If, in the instant case, the carrier is not willing to submit 
in application to the Commission on it sspecial docket, it will 
be necessary to file a formal complaint with the Commission 
alleging the unreasonableness of the rate charged and asking 
for reparation to the basis of a reasonable rate. 

Section 1 of the Interstate Commerce Act requires that 
the rates of the carriers shall be reasonable. Whether a given 
rate is unreasonable is a question of fact to be determined from 
a consideration of the evidence placed before the Commission 
in a proceeding for that purpose. It must, therefore, be shown 
that the rate charged on shipments moving prior to the reduc- 
tion was an unreasonable rate. The Commission has repeatedly 
held that the voluntary reduction of a rate does not in itself, 
without proof that the former rate was unreasonable, entitle a 
shipper to an award of reparation for the amount of the dif- 
ference between the rate charged and the subsequently estab- 
lished rate. In Parlin & Orendorff Co. vs. Southern Pacific Rail- 
road Co., 42 I. C. C. 29, the Commission said: 


The voluntary reduction of a rate supported by the willingness 
of carriers to make reparation on the basis of the reduced rate does 
not, in the absence of supporting proof, justify an award of repara- 
tion. 


Demurrage—Average Agreement—Application.of One Agreement 
to Two Consignees 


Ohio.—Question: We would appreciate a reply covering 
the following: 

Cars consigned to “A” in care of our yard on line “C,” if 
the shippers prepay the freight on the cars in question to line 
“OC.” We handle the freight from cars by truck for “A.” We 
are under an average agreement with carrier “C” and a ques- 
tion has come up relative to the car service on the cars con- 
signed to “A,” also cars consigned to ourselves. 


These cars are consigned to “A” in order to simplify mat- 
ters and not get “A’s” cars mixed up with ours. Line “C” ob- 
jects to allowing cars for “A” on our average agreement. We 
have notified line ‘“‘C” that all cars consigned to “A” that travel 
over their line would be handled by our company, and due to 
this blanket order, we feel that all cars consigned to “A” or 
ourselves should be placed under the one average agreement. 


The latter is not up with line “C” for investigation and we 
understand they have referred same to their legal department. 

Answer: We can locate no decisions of the Commission in 
point. : 

If, however, the principle of the decision in Albert Lea 
Packing Co. vs. C. M. & St. P. Ry. Co., 140 I. C. C. 157, 152 
I. C. C. 685, is applicable to an average agreement, two average 
agreements would be required in the instant case. 


VOLUME OF TRAFFIC 


Freight traffic handled by the Class I railroads of the United 
States in the first eleven months of 1933, measured in net ton 
miles, showed an increase of 6.4 per cent above the same period 
in 1932, according to reports received by the Bureau of Rail- 
way Economics. a 

Freight traffic in the eleven months’ period of 1933 amounted 
to 253,080,741,000 net ton miles, compared with 237,941,070,000 
het ton miles in the same period in 1932, or an increase of 
15,139,671,000 net ton miles. Compared with the same period in 
1931, however, the volume of freight traffic for the eleven 
months this year was a reduction of 64,405,243,000 net ton miles 
or 20.3 per cent. 

In the Eastern district, the volume of freight traffic handled 
Was an increase of 7.4 per cent compared with the same period 
in 1932, while the Southern district reported an increase of 6.8 
ber cent, and the Western district, an increase of 4.7 per cent. 

Freight traffic handled by the Class I railroads in November, 

1933, amounted to 23,935,630,000 net ton miles, an increase of 
“176,158,000 net ton miles or ten per cent above the correspond- 
ing period in 1932, but a reduction of 1,148,677,000 net ton miles 
or 4.6 per cent under the corresponding period in 1931. 
_ Railroads in the Eastern district in November reported an 
increase of 7.7 per cent in the volume of freight traffic handled 
compared with the same month in 1932. The Southern district 
also reported an increase of 7.7 per cent, and the Western dis- 
'rict, an increase of 14.2 per cent. 
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Doings of the Traffic Clubs 





In electing A. P. Bruss to the presidency, the Motor City 
Traffic Club of Detroit selected the 
youngest president it has ever had, but 
also chose a man of wide experience in 
the traffic field. He was born August 
13, 1903, and started his traffic career 
in 1918 as a billing clerk with the 
Michigan Central Railroad. In a simi- 
lar capacity, he went to the Universal 
Carloading and Distributing Company 
in 1924. With the organization of the 
Commerce Freight Company, in 1930, 
he went to that company as a freight 
solicitor and when it was consolidated 
with the National Carloading Corpora- 
tion in 1931, he was retained in his 
sales position, which position he still 
holds. He has held all elective offices 
of the club and the club looks forward 
to a happy and prosperous 1934 under 
his leadership. The gavel of his office 
was turned over to him at the club’s 
annual dinner Monday evening, January 15, by H. A. Doeren, 
who has just closed one of the most successful years of the club, 








W. F. Holtbuer, westbound freight agent of the McCormick 
Steamship Company, was elected president of the Portland, Ore- 
gon, Transportation Club and installed 
at a meeting held jointly with the Port- 
land Industrial Traffic Club, January 13. 
He entered the transportation field in 
1920 when he joined the O. W. R. and 
N. Company at Kellogg, Idaho. After 
four years of service at various agencies 
of that line, he was transferred to the 
rate bureau in the general offices at 
Portland, Oregon, and was later ad- 
vanced to the position of contracting 
freight agent of the steamer “Rose 
City,” operated by the San Francisco 
and Portland Steamship Company, a sub- 
sidiary of the Union Pacific System. 
When he had served in this capacity 
for a short time the steamer “Rose 
City” was sold to the McCormick Steamship Company and the 
operation of the boat was handled by the regular personnel of 
the latter organization. He then became traffic manager of 
the Honeyman Hardware Company. In the merchandising field 
he took an active part in industrial traffic affairs, serving the 
Portland Industrial Traffic Club in various capacities, includ- 
ing that of president. For several years he was a member of 
the executive committee of the Portland Traffic and Transpor- 
tation Association and served a number of terms as chairman 
of the wholesale and retail trades committee of the Pacific 
Northwest Regional Advisory Board. In 1932 he joined the 
McCormick organization as westbound freight agent, which po- 
sition he now holds. Other officers of the Portland Transpor- 
tation Club elected for the current year are: George Broad- 
bridge, vice-president; D. B. Lewis, secretary-treasurer; C. J. 
Roper, A. C. Nielsen, G, F. Ehlen, C. G. North, C. T. Spooner, 
and George Dick, directors. 





The 1934 semi-annual meeting of the Associated Traffic 
Clubs of America will be held at the Tutwiler Hotel, Birming- 
ham, Ala., April 24 and 25, with a meeting of the board of 
directors April 23. The general subject for consideration at 
the convention will be “transportation legislation.” There will 
be addresses by prominent persons on different phases of the 
problem and a general discussion. There will be a banquet 
the evening of April 24. 





The Birmingham Traffic and Transportation Club has 
waived payment of initiation fee in connection with applica- 
tions for membership received between January 15 and the 
end of February. Reference is made in its circular on the 
subject to the desirability of increasing the club membership 
in advance of the spring meeting there of the Associated Traffic 


Clubs of America. 





“Off-Line Railroad Night” was observed by the Traffic Club 
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of New England at the Copley-Plaza, Boston, January 18. Din- 
ner was served and there was a program of entertainment. 
Walter Neves, president, Federal Home Loan Bank of Boston, 
was the speaker. His subject was, “The Part the Federal Land 
Bank Is Playing in the Recovery and Its Relation to the RFC.” 
The. annual banquet of the club has been set for February 19. 


The annual meeting and election of the Central Ohio Traf- 
fic Club will be held at the Harding Hotel, Marion, O., April 25. 


The annual dinner of the Traffic Club of Chicago, in the 
Palmer House March 1, it is announced, will be the occasion 
for “a tribute to the leadership of Chicago.” A special com- 
mittee, headed by eight former chairmen of the membership 
committee, has been appointed to plan an intensive drive for 
new members. A dinner and evening bridge will be held in 
the club rooms in the Palmer House January 23. 


At a luncheon meeting of the Washington Transportation 
Club at the haieigh Hotel January 18 Major General James E. 
Fechet, U. S. A., retired, spoke on “Aerial Preparedness for 
War.” The annual banquet of the club will be held at the 
Hotel Raleigh February 14. 


The monthly meeting of the Women’s Traffic Club of Bir- 
mingham was held at the Tutwiler Hotel January 13. 


The annual card party of the Woman’s Traffic Club of 
Chicago will be held in the rooms of the men’s traffic club in 
the Palmer House January 20. 


At a dinner meeting of the Oakland Traffic Club at the 
Athens Athletic Club January 16 Captain William E. Campbell, 
who holds the autogiro altitude record, talked on aviation. En- 
tertainment followed a business session. 


In addition to Senator David A. Reed, previously announced 
as its principal speaker, the Traffic Club of Philadelphia will 
have Mayor J. Hampton Moore and George D. Allen, humorist, 
as speakers at its annual dinner at the Bellevue-Stratford Hotel 
January 23. Charles H. Ewing, president of the Reading Com- 
pany and Central of New Jersey, will be toastmaster. The an- 
nual election and a luncheon will be held at the Bellevue-Strat- 
ford February 13. J. W. Babneu, district freight agent, B. & O., 
has been nominated for president. 


The nominating committee of the Junior Traffic Club of 
Chicago has selected Edward H. Randall, Santa Fe, as its 
candidate for president. The annual meeting will be held at 
the Palmer House February 1. 


The principal speaker at the tenth annual dinner of the 
Cincinnati Traffic Club at the Netherland Plaza Hotel February 
7 will be W. I. Nokely, vice president, Wyandotte Terminal 
Railroad, and traffic manager, Michigan Alkali Company, Wyan- 
dotte, Mich. Colonel C. O. Sherrill, vice president, Kroger 
Grocery and Baking Company, will be toastmaster. 


Objection to government ownership of the railroads or 
compulsory consolidation is voiced by the Traffic Club of Tulsa 
in a resolution recently adopted and mailed to President Roose- 
velt, Oklahoma congressmen and senators, and other public 
officials. The position of the club was approved by the Cleve- 
land, Okla., Chamber of Commerce, following an address before 
it by George A. Mindeman, traffic manager, Johnson Oil Refin- 
ing Company, a member of the Tulsa club. An attempt has 
been made to arouse interest in the subject among local civic 
clubs, 


The eleventh annual dinner of the Bridgeport Traffic Asso- 
ciation will be held at the Stratfield Hotel January 25, with 
G. A. Ries, president, in charge. F. J. Wall, vice president, 
New Haven, will be the speaker and A. V. Bodine, president 
of the Bridgeport Chamber of Commerce, will be toastmaster. 
An elaborate program of entertainment has been planned. 


The speaker at the regular meeting of the Traffic Club of 
Denver at the Daniels and Fisher Tea Room January 12 was 
Professor Patterson, who spoke on astronomy. A. A. Wilson, 
president of the club, presided. 


New officers of the Motor City Traffic Club of Detroit are 
as follows: President, A. P. Bruss; vice-president, W. J. Mor- 
den; second vice-president, Alden Smauder; secretary and treas- 
urer, Joseph Downey. To H. A. Doeren, general traffic manager, 
Ford Motor Company, was presented a traveling bag by the 
club when he relinquished the gavel to his successor, Mr. Bruss, 
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at the annual dinner at the Statler Hotel January 15. In My 
Doeren’s term of office three hundred new members were take 
into the club and a financial deficit wiped out. 


The South Bend Transportation Club met at the LaSalk 
Hotel January 8 and elected the following officers: President, 
D. J. McNamara, N. J. I. & I.; first vice president, J. y 
McCarthy, traffic manager, O’Brien Varnish Company; seconj 
vice president, R. C. Shook, president, F. & S. Transit Company: 
secretary and treasurer, -A. R. Corson, general agent, Atlas 
Fast Freight Company. 


Criticism of the methods followed in granting subsidies to 
American shipping was voiced by Furman B. Pearce, southern 
manager of Norton, Lilly and Company, steamship agents, ip 
an address before the New Orleans Traffic Club January 1), 
in which he stated subsidies were essential in some cases but 
that more business sense and less politics and favoritism should 
be exercised in granting them. Irregularities in the extension 
of ship mail contracts disclosed by the recent Senate commit. 
tee hearings were described by Mr. Pearce as “romance to 
some, but not the kind of romance we want.” The speaker 
declared the country had not had enough common sense about 
its merchant marine in the last fifty or seventy-five years. The 
clipper ships knew no subsidies, but won success by daring 
and enterprise, he said. Plans for a “Carnival Bal-Masque” are 
being developed by a special committee under the chairman. 
ship of L. J. Karter. The ball will be staged February 10. 
Mardi Gras will be February 13. 


The Traffic Club of Kalamazoo had as its speaker January 
16 Victor Blaine, who gave a talk on a recent extensive trip 
throughout Russia. He traveled abroad as a representative of 
the government for the purpose of studying economic condi- 
tions. On February 20 the club will hold its annual athletic 
meet, while ‘“‘Past-Presidents’ Night” will be observed March 20, 
At the regular business meeting January 2 the club unanimously 
voted in opposition to government ownership of railroads and 
competing forms of transportation. 


Harold G. Hoffman, Commissioner of Motor Vehicles of New 
Jersey, was the speaker at a noonday “forum” of the Traffic 
Club of New York January 17 at the Hotel Pennsylvania. Speak- 
ing on “Horse Power and Horse Sense,” he said, in regard to 
safety on state highways: ‘We have been developing horse 
power faster than horse sense. The highway ‘engineer has 
built safety into our great system of roads and bridges; the 
automotive engineer has given us the safest cars ever de- 
signed, but the accident statistics reflect the fact that science 
has made greater progress than driving intelligence.” The 
automotive industry, he said, was leading the trek back to 
prosperity. He predicted that 1934 would be a _ three-million 
car year for the nation. In New Jersey, he added, receipts for 
1934 registrations and licenses exceeded by nearly one million 
dollars the receipts for a comparable period in 1933. 


The Tri-City Traffic Club will hold its annual meeting at the 
Fort Armstrong Hotel, Rock Island, Ill., Februery 8. It will be 
a dinner meeting and officers will be elected. F. C. Forward, 
assistant traffic manager, Minneapolis-Moline Power Equipment 
Company, Moline, Ill., has been nominated for president. 


The Oklahoma City Traffic Club held its regular luncheon 
meeting at the Oklahoma City Chamber of Commerce Januar) 
15. Paul O. Sampson, dietician and lecturer of Philadelphia. 
Pa., spoke on “Keeping Fit.” 


The Traffic Club of Wichita installed the following new offi- 
cers at its annual dinner at the Innes Tea Room January 9: 
President, Cliff Underwood, division freight and passenger agent, 
Frisco; first vice-president, C. W. McKeen, traffic manager, 
Southwest Cracker Company; second vice-president, C. E. 
Thomas, general agent, Midland Valley Railroad; secretary- 
treasurer, Robert A. Young, traffic department, Kansas City Gas 
and Electric Company; directors, H. G. Watts, traffic manager, 
Derby Oil Company; Ben Harris, city freight agent, Missour! 
Pacific; J. T. Lee, division freight agent, Rock Island; H. A- 
Baker, general agent, Frisco. There was an attendance of one 
hundred and twenty. H. W. Roe, president of the Associated 
Traffic Clubs of America, discussed inland waterways as a waste 
of taxpayers’ money. ‘ 


At a meeting of the Traffic Study Club of Akron at the May- 
flower Hotel January 22, W. R. Hubbard, transportation mal- 
ager, Akron Chamber of Commerce, will discuss the recent 
decision in the Ohio coal rate case. Also, there will be a mov- 
ing picture showing the mining, handling, and transportation of 





1uary 

trip 
re Ol 
ondi- 
iletic 
h 20, 
ously 

and 


New 
raffic 
peak- 
rd to 
1orse 

has 
the 
r de- 
ience 

The 
k to 
illion 
s for 
illion 


t the 
ward, 


ment 


s*heon 
uary 
Iphia, 


January 2 =. ae The Traffic World ema 139 


Presentation of the Diamond Insignia for 50 years of service to veteran employees 


of the Norfolk and Western Railway 


PRECISION 


TRANSPORTATION 
IS THE RESULT OF 


EXPERIENCE 
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INSURANCE 
COST 


Because the President Liners of the Amer- 
ican Mail Line travel over the short, fast 
route to and from the Orient, your insur- 
ance costs are lowered . . . no small item 
in these days of keen competition. Whether 
shipping to American ports or those of the 
Orient route your shipments via American 
Mail Line and be assured of best service 
and quick delivery at point of destination. 


In addition to the President Liners, a fleet 
of fast cargo liners makes frequent sailings to 
Japan, China and the Philippines. 
For information, apply desk No. 6 
i: &  Sarrerrrrrrrr N 
1714 Dime Bank Bldg 


110 So. Dearborn St 
Union Trust Bldg. Arcade 


General Freight Office 
740 Stuart Building Seattle 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 


UNITED FRUIT COMPANY 


GREAT 
WHITE 
FLEET 


Regular Freight and Passenger Service 
BETWEEN 


New York, New Orleans, Boston and San Francisco 
AND 


Cuba, Jamaica, Panama, Colombia, Costa Rica, 
Guatemala, Honduras, British Honduras, 
Mexico, Nicaragua, Salvador. 
Weekly service with transshipment at Cristobal (Canal 
Zone) to West Coast Ports of Central America, South 
America and Mexico at differential rates. Through 
bills of lading to all points. 


Shipments to El Salvador handled expedi- 
tiously via Puerto Barrios, Guatemala and the 
International Railways of Central America. 


For Rates and Other Information Address: 
FREIGHT TRAFFIC DEPARTMENT 


ay Pler 8, North River, New Yerk, N. Y. 
ifr rl 100) Fourth St., 111 W. Washington S&t., 
| eee > San Franelseo, Callf. Chicage, ttl. 
need Long Wharf, 821 St. Charles St., 
Boston, Macs. New Orieans, La. 


General Offices: One Federal Street, Boston, Mass. 


coal, explained by J. B. Giltner, manager of the coal bureay 
Norfolk and Western. : 


A reception in honor of officials of railroad and steamship 
lines will be held from 4:00 to 6:00 P. M. the afternoon oj 
January 25 by the Bridgeport Traffic Association at the Algop. 
quin Club. The eleventh annual dinner of the association jg 
to be held at the Stratfield Hotel that evening. 


Personal Notes 


The advisory committee of the Association of Railway 
Executives has appointed J. Carter Fort, of Chicago, general 
solicitor of the association. Mr. Fort has been a general at. 
torney of the Illinois Central for several years and before that 
was a member of the law staff of the Commission. A. P. Thon, 
Jr., who has been general solicitor of the association, has been 
made assistant to the general counsel, R. V. Fletcher. 

E. E. Brown, passenger traffic agent, N. C. & St. L., has 
been transferred to the territory formerly assigned to E. E. 
Hutchinson, who died, reporting to the Chicago office. 

Frank J. Cave has been appointed traveling freight and 
passenger agent, Merchants’ and Miners’ Transportation Conm- 
pany, at Philadelphia, succeeding Grover Wright, promoted. 

The following appointments are announced by the Texas and 
Pacific: J. C. Webb, general agent at Marshall, Tex.; J. B. 
Shores, general agent at Shreveport, La., succeeding Mr. Webb; 
M. L. Craig, general agent at Atlanta, succeeding Mr. Shores; 
L. W. Moon, general agent at Winston-Salem. 

George Zabriski has been appointed general eastern agent, 
Pittsburgh and West Virginia Railway, with headquarters in 
New York. 

Walker D. Hines, director-general of the railroads succeeding 
William Gibbs McAdoo in 1919 and 1920, died in Merino, Italy, 
January 14. He was sixty-three years old and had been in 
Europe since last June, when he headed a mission to study 
economic rehabilitation of Turkey. He was formerly general 
counsel and later chairman of the board of the Santa Fe. 


John O. Goodsell, general agent in the passenger depart- 
ment of the Union Pacific, at Omaha, died January 13. He was 
born in 1873 and began work for the Union Pacific as an office 
boy in Omaha forty-three years ago. 


Edwin T. Dakin, general auditor, Northern Pacific, died at 
his home in St. Paul January 13. He was fifty-six years old and 
had been with the Northern Pacific since 1918. 

Oscar R. Cauchois, “dean” of shipping men in New York 
and advisory director of the French Line in the United States, 
is voluntarily to retire from active duty January 31, concluding 
fifty-eight years in the service of that company. Though he is 
seventy-eight years old and the obligatory retirement age in 
the French Line is sixty, the directors of the company have 
each year adopted a special resolution exempting him from the 
rule because of his knowledge of shipping affairs. At the time 
of the World War he directed the transport of war material 
from Canadian and American ports. He was decorated with 
the Chevalier of the Legion of Honor in 1911 and in 1918 re- 
ceived the rosette of officer of the order. He holds many other 
decorations from foreign governments. 

The following were elected officers of the New York City 
Association of Passenger and Ticket Agents at the annual meet- 
ing in New York January 15: President, John P. Conger, solicit- 
ing freight and passenger agent, Missouri-Kansas-Texas Lines; 
first vice-president, Fred A. Loeffel, passenger agent, Pennsy]- 
vania Railroad, Newark, N. J.; second vice-president, Carroll 
O. B. Brown, city passenger agent, New York Central; secretary- 
treasurer, Thomas C. Clancy, traveling passenger agent, Dollar, 
American Mail, and Pacific Steamship lines. 

H. M. Frazer has been appointed assistant traffic manager, 
F. W. Woolworth Company, New York. 

F. O. Sedgwick, formerly traffic manager of the Glidden 
Company, has been appointed district manager of the Advance 
Transportation Company of Illinois, Inc., with headquarters in 
Cleveland. 


REVENUE TRAFFIC STATISTICS 


Revenue a ton mile of Class I railroads, exclusive of switch- 
ing and terminal companies, in the ten months ended with 
October, 1933, averaged 1.004 cents as against 1.054 cents in the 
1932 period, according to revenue traffic statistics compiled by 
the Bureau of Statistics of the Commission. Revenue a pas- 
senger mile averaged 2.016 cents as against 2.227 cents in the 
1932 period. 
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EXPORTERS, IMPORTERS, Docket of the Commission 
FORWARDERS NOTE—items in the Docket marked with an asterisk (*) hay 


~ : been added since the last issue of The Traffic World. New assign. 
ane —— Sens Ss See ments now on the Commission’s docket of dates later than herel 
are weicom shown will not bear asterisks when they do appear. Cancellation 
German Railroad Freight Infor- and postponements announced too late to show the change In thi 
mation Office. Docket will be noted elsewhere. 


January 22—Argument at Washington, D. C.: 
A thoroughly equipped bureau for the dissemination 18007” (ana sub, 1)—Pittsburgh Coal Producers’ Association et al, 


of informative data of every conceivable kind on export _C. & L Ry. et al. 
and import freight shipments between the United pny 22--Marinette, Wis.—Examiner Haden: 
States, Canada, Germany and Central Europe. 26272—Northland Fuels, Inc., et al. vs. C. & N. W. Ry. et al. 


January 22—Pocatello, Ida.—Examiner Howell: 


poor poole Mg Rey att to Sees ~_ 24512—Idaho Potato Dealers’ Assn. vs. A. & R. R. R. et al. 


many and all countries adjoining Germany. on 5 oe Olympia, Wash.—Department of Public Works of State 
be lied for free of charge re- te) ashington: 

pan ay on scammnectation eqpactuiien teem, Finance No. 10212—Application Northern Pacific Ry. for permission 
to, and in transit through Germany. to construct a line of railroad from Odair to a point at the head 
Ir Jarities in freight traffic with Germany, as far as of the Grand Coulee in Grant County, Wash. 
it concerns routes via the German Railroad Company, January 22—Lake Valley, N. M.—State Corporation Commission of 
are investigated en application. New Mexico: ; as neni 

f effecti tual traffi mnections by Finance No. 10185—Application A. T. & S. F. Ry. for pe ssion to 
po cen of tame traffie i aoe om establish abandon its line between Nutt and Lake Valley, N. M. 
actual demands. 

January 23—Washington, D. C.—Examiner Glover: 

While all information is given free of charge, it is Fourth Section Application No. 18272—Magazines and Periodicals 
pointed out again that this bureau does not handle any woe ge A ag 2 teeta 
pecan or shipping, and, ot inquirers a ‘ed. January 23—Jefferson City, Mo.—Mo. Public Service Commission: 

er no obligation whatsoever for any services rendere Finance No. 10174—Application C. G. W. R. R. for authority to 

operate over a track of the K. C. S. Ry. in Kansas City, Mo. 
t@ FREE: New Map of Germany “@] January 23—Washington, D. C.—Examiner Williams: 
25135—Part 13—Increases in intrastate freight rates and charges— 
WRITE TO West Virginia. (Further hearing.) 
January 24—Minneapolis, Minn.—Examiner Haden: 
26269—American Seed Trade Association et al. vs. A. & R. R. R. et al. 
GERMAN RAILROAD COMPANY January 24—Washington, D. C.—Examiner Boat 


Fourth Section Application No. 15041—Filed he F. A. Leland and 


° ° E. B. Boyd—Brick from and to the southwest. 
Freight Information Office soomery 24—Kansas City, Mo.—Examiner ws 4 


° 20120—Rudy Patrick Seed Co. et al. vs. A. & S. Ry. et al. 
HANS ENGEL, General Representative 26142—Kanotex Refining Co. vs. A. T. & S. F. Ry. et al. 
11 BROADWAY, NEW YORK CITY January 25—Washington, D, C.—Examiner Glover: 


Fourth Section Application No. 7. Le and cocoanuts from 
Rio Grande crossings—Filed by F. A. Leland. 


Jomey 25—Argument at i lay ‘D. C.s 
26210—Gasoline from San Francisco Bay points to Ogden, Utah. 
SCRCCSCRSSESCERSRSRESSESSRSRSRSSEREESSSERRE SEES RSERSE SEER ESR eR SEeseeeEeeeERSE STEEN sommary 26—St. Louis, Mo. —Examiner Macke 
Ss. 


and ist supplemental order —tik- River grain from St. 
THE BETTER PLANOGRAPH 


“KEOPRINTS” 


SER VICE 
BETTER ovary 
PRICE 


Fourth Section Application No. 15005—Binder Twine from Texas 
ports and Lake Charles, La.—Filed by E. B. Boyd, agent. 

More and more Traffic Department Executives are 

availing themselves of the possibilities of Planograph 


January 26—Argument at Washington, D. C.: 

* Finance No. 9403—Raquette Lake Ry. et al. proposed abandonment. 
because of its improved quality, absolute accuracy and 
the adjusted price levels. 


% 


* Finance No. 9881—Mo Pac. R. R. abandonment. 
* Finance No. 9882—Mo. Pac R. R. abandonment. 
* Finance No. 9909—F. E. C. Ry. proposed abandonment. 
January 26—Chicago, IIl—Examiner Haden: 
F 21424 and Sub. 1 and 2—Shafton Co. et al. vs. F. E. C. Ry. et al. 
Frank Biggio & Son vs. F. E. C. Ry. et al. (Adjourned 
hearing.) 
sonuery. 27—Chicago, Ill.—Examiner Haden: 
1L1&s . 3842—Mileage allowances on private refrigerator cars. 
January 29—Chicago, Ill_—Examiner Haden: 
1. . S. 3925—Mixed commodities between Chicago and W. T. L. 
points. 
sommary 29—Oklahoma City, Okla.—Examiners Mattingly and Rice: 
— from and to points in the southwest and Memphis, 
en 
25800 and Sub. ie ey Cotton Exchange and Board of Trade 
et al. vs. A. & S. Ry. et al. 
January 29—Cincinnati, O.—Examiner Mackey: 
1. & S. 3929—Berries’ from, to and between points in the south. 
January 29—Los Angeles, Calif.—Examiner Howell: 
1. & S. 3930—Estimated weights on celery from California. 
ey we | 30—Washington, D. C.—Examiner Glover: 
Fourth Section Application No. 15106—Brick and related articles to 
Carolina Territory. Fileq by J. E. Tilford, agent. 


ar ees O.—Examiner Mackey: 
1. & 3938—Vegetable oils between and from the southwest. 
Pd "31—Washington, D. C.—Examiner Lawton: 

Fourth Section Application No. 15017, filed by W. S. Curlett, B. T. 
Jones, G. W. Galligan, F. Van Ummersen, J. E. Tilford, . 
Sedgman, W. L. Meyers, J. A. Streyer and E. B. Boyd, agents. 

January 31—San Francisco, Calif.—Examiner Howell: 
S. 3937—Estimated weights on canned goods from West coast. 


We have embodied all of these features at their best in 


“KEOPRINTS” 


Samples Submitted on Request 


EDWARD KEOGH 
PRINTING COMPANY 


Tariff Printers and Planographers 
Keogh Building 
730-738 W. Van Buren Street 
CHICAGO, ILL. 


I. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Interstate Commerce Commission: Lionel A. Norman, Wash- 
ington, D. C.; Richard S. Anderson, Chicago, Ill.; R. C. Astin, 
Atlanta, Ga.; i. V. Bahlau, Pine Bluff, Ark.; Maurice J. Barron, 
Chicago, Ill.; James L. Boyle, Waterville, Maine; James A, But- 
ler, Omaha, ’Neb.; Reuben C. Carlson, Tacoma, Wash.; Thomas 
J. Carroll, Chicago, Ill.; Claude W. Douthat, Kansas City, Mo.; 
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HARTMAN’S EASTERN FREIGHT RATES 


Class Rates and Percentages between 


New York, Cleveland, Rochester, Philadelphia, Cincinnati, 
Buffalo, Boston, Detroit, Syracuse, Baltimore, Pittsburgh, 
Chicago and other points of origin, and Official and 
Southern Classification Territory. 


Sent on Approval 732 Federal Street $18.00 per year 


We Bind The Traffic World 


In Best Grade Badioun Sn for $2.25 Per Volume (26 Numbers) (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We Also Bind All Kinds of Publications 


The Book Shop Bindery... 


350-354 West Erle Street 











Southern Steamship Company 


(Pioneer Steamship Line to Houston) 
OPERATING FAST FREIGHT SERVICE 
BETWEEN 


| Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 
From Philadelphia . . Wednesdays and Saturdays 
From Houston ...... Mondays and Thursdays 
Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 


Low Rates 


SHIP THROUGH 


WILMINGTON 


We solicit specific inquiries relating to 
our facilities, our rates and terms. 
Charles H. Gant, Manager 
WILMINGTON MARINE TERMINAL 
Wilmington - Delaware 





MOOREMACK GULF LINES 


WEEKLY SAILINGS 


From BOSTON and PHILADELPHIA to TAMPA, NEW ORLEANS and MOBILE 
and vice versa. 


From cA to NEW Cees a and MOBILE direct of trenshipment 
HILADELPHIA and vice v: 


Between Bn ORLEANS and TAMPA 
MOORE and McCORMACK, Inc., Agents 
For rates and ether information, epply to the nearest of these offices: 
NEW YORK, 5 Broadway NEW ORLEANS, Canal Bank Bidg. 
PHILADELPHIA, Bourse Bidg. DETROIT, Industriel Bank Bidg. 


BALTIMORE, Seaboard Bids. CHICAGO, 503 Marquette Bidg. 
TAMPA, Stovall Prof. Bidg. MEMPHIS, Cotton Exchange Bidg. 
MOBILE, Meaher Bidg. PITTSBURGH, Oliver Bidg. 


BATON ROUGE, 1758 Government St. 
ST. LOUIS, Railway Exchange Bids. 


BOSTON, Pier 40, Hoosac 
Docks, Charlestown 
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Solving the 
“ON TIME” 
Shipping Problem 





Here’s a worth while suggestion, Mr. Shipper: 


If you are one of the many who has a de- 
livery program to maintain, why not, when 
destinations permit, route your shipments 
via the Chicago & North Western Railway? 








“North Western” is an important link in 
the delivery chain for thousands of ship- 
pers—comprising some 10,000 miles of 
perfectly equipped railway in Illinois, 
Wisconsin, Michigan, Minnesota, Iowa, 
Nebraska, South Dakota, North Dakota, 
Wyoming. 


For full information ask any 
C&EN. W. Ry. Representative 


SHIP AND TRAVEL VIA 


NorTHWeEsTERN 


e “the best of everything to the best of the west- 





QUAKER LINE 


Regular Intercoastal Service 
Between 


New York, Albany, —"* Norfolk, Baltimore 


Cristobal (Canal Zone), San Diego, 
Los Angeles, San Francisco, Oakland, 
Alameda, Portland, Seattle and Tacoma 


For Rates, Schedules and other particulars apply 


QUAKER LINE 


17 Battery Place, New York 


ALBANY=D & H Building pa a ara! So. Le Salle St. 
LP} The Bourse P GH—Gulf Buildin 





Weekly Fast Express Service for 
Passengers and Freight 


TO AND FROM 


HAITI - “oo 










Sail or ship on the new 10,000 ton ships 

**Colombia”’ or *‘Haiti,”’ or the popular 
All-Expense Cruises ‘‘Pastores.”? Weekly sailings. Refrig- 

11 and 18 DAYS $110 up erated cargo space for perishable goods. 


Direct Freight Service between NEW YORK and CHICAGO, 
ety og mea DETROIT via the St. Lawrence Ri River. 
h Rates and Haiti to Chicago. Trans-shipment through other lines. 


~COLOMBIAN LINE 


17 Battery I Place New York, N. Y. 
New York Terminal—Pier 8, ork Docks, Brooklyn, N.Y. | Chicage Terminal—Nerth Piers 
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Thos. C. Dwyer, Green Bay, Wis.; Christopher W. Ferguson, 
Wilson, Ark.; Vernon W. Foster, Chicago, Ill.; J. R. Hafstrom, 
Menaha, Wis.; Allen W. Hagerty, Evansville, Ind.; L. S. Harris, 
Ft. Worth, Tex.; O. V. Hicks, Minneapolis, Minn.; J. K. Hirsch, 
Vicksburg, Miss.; Jerome Jackman, Minneapolis, Minn.; L. Al- 
fred Jenny, New York, N. Y.; L. C. Jones, Boise, Idaho; J. H. 
Kerr, Cleveland, Ohio; Harry C. Larson, New York, N. Y.; 
Samuel P. Levine, New York, N. Y.; T. M. Lillard, Topeka, 
Kansas; Philip Lutz, Jr., Indianapolis, Ind.; Elmer H. McAvoy, 
Seattle, Wash.; Francis M. McCarthy, Corpus Christi, Texas; 
R. O. Marchetti, Washington, D. C.; George E. Miller, Philadel- 
phia, Pa.; Edwin F. Morgan, Washington, D. C.; D. G. Neuman, 
Hastings, Neb.; G. O. Olson, Buffalo, N. Y.; Camille E. Stanford 
Openshaw, Houston, Texas; Herbert J. Patrick, Indianapolis, 
Ind.; Chas. J. Pruett, St. Louis, Mo.; Fred. A. Rohsenow, Ft. 
Worth, Tex.; Cleveland Rossiter, Dayton, Ohio; Thornton W. 
Sargent, Wichita, Kansas; Harry G. Schad, Philadelphia, Pa.; 
Ralph F. Schaeffer, Norfolk, Va.; Edwin W. Schneider, Salt 
Lake City, Utah; Ray L. Selden, Daytona Beach, Fla.; William 
F. Sindel, St. Louis, Mo.; A. H. Smith, Texarkana, Tex.; Glenn 
Van Auken, Indianapolis, Ind.; Harold A. Ward, Chicago, II1.; 
Henry D. Watenpaugh, Sheridan, Wyo.; Erling Earl Wilson, 
Chicago, Ill.; John Sumner Wood, Washington, D. C. 


ADVERTISING HELPS KATY 


Advertising was a potent factor in the success of the Mis- 
souri-Kansas-Texas Lines last year, directors were told Jan. 16 
by M. H. Cahill, chairman of the board of directors and presi- 
dent, who said that, as a result of an aggressive newspaper 
campaign the last half of 1933, the Katy had been able to hold 
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TRAFFIC MANAGERS 


T. J. MCLAUGHLIN Traffic 
TRAFFIC COUNSELOR 
Interstate Commerce and State Commission Cases and 
Commerce 


Departmental Service 
815 Mills Bldg. Specialists 
HENRY J. SAUNDERS 


WASHINGTON, D. C. 
CONSULTING ENGINEER 


Cest and Statistical Analyses—Matters Relating 
to Rates—Censolidatiens and Valuatiens 


Valuation 
643 TRANSPORTATION BLDG. 


Experts 
WASHINGTON, D. C. 
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ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 
Successer to Keene & Ames 


Fermerly Attorney and Examiner 
Interstate Commerce Commissien 


Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 
Commerce Counsel and Attorney 
Southern Building 
WASHINGTON, D. C. 
Oklahema City Office, Petreleum Bldg. 
Tulsa, Okla., 1503 E. 27th St. 


Practicing 
before the 
INTERSTATE 
COMMERCE 
COMMISSION 
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its gross revenue to within $1,553,807 of the total for the pr 
ous year, in spite of heavy general traffic declines the first f 
months and shortages throughout the year in the movement 
wheat, oil, and cotton, 

The Katy’s advertising campaign consisted of a Series 
full page messages over Mr. Cahill’s signature appealing to 
public in the Southwest for patronage and pointing out they 
the Katy had played in the development of that section of 
country and its continued improvement in service in the ; 
pression years. 


RAIL SAFETY BILL 


Senator Barkley, of Kentucky, has introduced S. 2289, a} 
to promote the safety of employes and travelers on the railroaj 
compeling common carriers to inspect, test, repair and maint, 
all signals, etc., used in regulating train or engine operation, 


NORTHWEST ADVISORY BOARD 


The annual meeting of the Northwest Shippers’ Advig 
Board will be held at the Hotel Radison, Minneapolis, January} 
Reports of commodity committees, estimating carloadings ip ¢ 
territory for the first quarter of the year, will be presenta 
representatives of the railroads will report on condition of equi 
ment, and current transportation subjects will be discussed. 

A large attendance is hoped for, as the fall meeting of th 
board was omitted. There will be no formal addresses at th 
business session. J. M. Fitzgerald, vice-chairman, Committee, 
Public Relations, Eastern Railroads, will be the principal speake 
at a luncheon following the morning) session. 

f : d 


NEW COMPLAINTS FILED 


No. 26328. Empire Oil & Refining Co., Bartlesville, Okla., vs. A. 1p 
& S. F. et al. 

_ Rate in violation sections 1, 3 and 6, casinghead natural gan)” 
line, Oklahoma City to Casper, Wyo., as compared with rata 
from other Oklahoma points. Asks reparation. (A. C. Holmaf? 
attorney, P. O. Box 1320, Tulsa, Okla.) 

No. 26329. The Irwin Seating Co., successor to Steel Furniture (,F- 
Grand Rapids, Mich., vs. Piedmont & Northern et al. 

Unreasonable rates, school desks, Charlotte, N. C., to Grani}® 
Rapids, Mich. Ask waiver of outstanding undercharge. (R, V. 
espera traffic representative, Fruit Distributors Bldg., Chi- 

£0, 

No. 26330. Cornelius Brothers, Ltd., et al., Los Angeles, Calif., why 
Oregon Short Line et al. 4 

Unreasonable rates, sheep, San Jacinto and Hubbard, Nev, 
and Ontario, Ore., to Los Angeles, Calif. Ask reparation. (Rich) 
ard T. Eddy, 106 West Third St., Los Angeles, Calif.) s 

No. 26331. Producers’ Co-Operative Commission Association, Pitts 
burgh, Pa., vs. Pennsylvania et al. 

Charges in violation sections 1 and 3, hogs, Quincy and Golder, 
Ill., to Pittsburgh, Pa. Alleges Buffalo and Rochester, N. Y,— 
preferred. Asks rates and reparation. (Geo. E. 
212 Fruit Exchange Bldg., Pittsburgh, Pa.) 

No. wy _—— Draper Manufacturing Co., Cleveland, O., vs. N. Y. 

Rates, steel cans, 20 gallons or less in capacity and 20 gauge orf 
thinner, Cleveland, ©., to destinations in Pa., N. Y., and Mass, 
in violation sections 1, 3 and 6, the undue preference being fu 
manufacturers who shipped similar containers on fourth class, 
while the complainant which had described the containers 0 
the way bills as empty iron barrels (new), was charged seconi 
class rates. Ask reparation. (A. E, Whiteside, atty., 322 Huron 
Ninth Bldg., Cleveland, O.) 

No, 25932, Sub. No. 11. The Rea-Patterson Milling Co. et al., Coffey- 
ville, Kan., vs. M. P. et al. 

Rates, grain products, Coffeyville, Kan., where they had beet 
milled in transit from grain originating in Kan. and Okla. to 
Chelsea, Okla., Midland and Gentry, Ark., Ozark, Exeter, Monett 
and Willow Springs, Mo., in violation section 1. Ask reparation 
(W. M. Casey, t. m., Coffeyville, Kan.) 

No, 26333. Armour and Go., Chicago, Ill., vs. B. & O. et al. 

Rates, coal, Ky., Pa., Tenn., W. Va., Va., and O. moving via 
Lake Erie ports to Duluth, Minn., and Superior, Wis., and for- 
warded to South St. Paul, Minn., and West Fargo, N. D., in viola- 
tion section 1, by_reason of imposition of surcharges on the 
movement beyond Lake Superior ports. Asks reparation. (Pall 
E. Blanchard, atty., Union Stock Yards, Chicago, IIl.) 

No, ae, Mentans-Dekote Power Co., Minneapolis, Minn., vs. A. 7. 
. F. et al. 

Rates, mattresses and comforters, Topeka, Kan., to Glendive, 
Mont., in violation section 6. Asks reparation. (F. R. Gamble, 
cant. sane Second Ave. South and Ninth St., Minneapolis, 

inn. 

No. 26335. The Rea-Patterson Milling Co. et al., Coffeyville, Kan., ¥& 
M.-K.-T. et al. 
_ Rate, oyster shell screenings, Berwick, La., to Coffeyville, Kan., 
in violation section 1. Ask rate and reparation. (W. M. Casey, 
t. m., Coffeyville, Kan.) 


Morcroft, t. 1, 
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